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NEW BUSINESS 


A quickening of activity in many lines is 
expressed by increased freight shipments 
moving to new markets. 


McCormick’s Big 4 Service is ready as al- 


‘ ways to meet any demands 1934 may make 
é upon it. We believe this is the year when 
courage will be rewarded and McCormick — 
e ships are maintaining their reputation for Shipment 


careful handling and safe deliveries of all 
types ef cargo. 


via 


Mc Cormick 





«Steamship Company 


461 MarketSt. “— 
San Francisco 
DOUgias 2561 










Pacific Coast Offices 


Portland Tacoma Longview Los Angeles Vancouver, B. C. 
Seattle Astoria Oakland San Diego Long Beach 
Stockton 


This issue of THE TRAFFIC WORLD consists of two parts, 
of which this is part I. Part II is the semi-annual index. 
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CHICAGO, ILL., JANUARY 13, 1934 


# New Year that promises, 





Operating Four Great Trade Routes: 


Pacific-North Atlantic Service 


Pacific-West Indies Service 


Pacific-Coastwise Service 


Pacific-Argentine-Brazil Line (U. S. Mail 


Steamers—passenger accom- 


modations) 


Eastern Offices 


Philadelphia 
560 Drexel Building 
Phone Lombard 4360 


New York 
1032 Whitehall Bldg. 
Phone Whitehall 
4-8400 


Baltimore 
Baltimore Trust 
Company Building 
Phone Calvert 6234 


Chicago 
E. L. McConnaughey 
& Co. 
327 So. La Salle St. 
Phone Webster 2371 


Norfolk 
Taylor & Andrews 
Southgate 
Terminal 
Phone 25371 


Pittsburgh 
Koppers Bldg. 
Grant Street and 
Seventh Avenue 
Phone Atlantic 7725 
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IN SIGHT | 


No matter when you ask 






— 
for information about the 
car, or cars, containing 
. ‘ e EDIT 
your shipment, it will be cuR' 
e . DECI 
given quickly and ac- G 
curately by our Service : 
Bureau. This service is G 
readily available to you ; 
. G 
regardless of the fact that . 
hundredsof carsareloaded , 
\ 
‘ 
and unloaded, or are in transit 
daily. Your car is located and the | 
information given you immedi- 
ately upon receipt of your inquiry. ' 
Use this service freely — it is main- | 
tained for your convenience. 
( 
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Don’t hesitate to call your Erie agent 
for information or advice. Analyzing 
your traffic problem before a ship- 
ment is ready, is as much his job as 
handling it satisfactorily later on. 
This free analysis by Erie represent- 
atives is indicative of the efficiency 


of Erie’s complete service. 


ERIE'S NEW STORE-DOOR SERVICE 


....a convenient, time-saving service 


for handling merchandise freight. 


Ask your Erie agent for full details. 
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Our Platform 


A permanent transportation institute, supported by 

"all interested in sound policies, for the purpose of 

"setting forth facts without bias. 

& Take the government out of business. This applies 
"to ocean and inland waterway transportation as well as 
} to other business. 

Keep politics out of rate-making. 

A scientific determination by competent and un- 
> biased investigation as to whether commercial motor 
) vehicles are paying their fair share of the cost of high- 
/ ways used by them in their business, and a uniform ap- 
B viication of the principles thus arrived at. 

Proper payment by inland waterway transport for 
' the use of the waterways as a place of doing business. 

; Equalization of regulation of the various agencies 

of transport and jurisdiction over all of them by the 

"same body or coordinated bodies. 

Non-discriminatory and reasonable rates for ship- 
> pers, but a rate level high enough to give the transport 
~ agencies the adequate revenue prescribed by sound public 
© policy. 
‘ A traffic department, in charge of a capable traffic 

man, for every business concern doing any considerable 
> amount of shipping, and a realization by industrial traffic 
» men that they must equip themselves to give the sort of 
) service that will justify employing them. 
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SPLAWN FOR COMMISSIONER 


N the appointment of Dr. W. M. W. Splawn to the In- 

terstate Commerce Commission, President Roosevelt 
Seems to have made a wise selection—a thing that can- 
not always be said of appointments to this body. We 
are not speaking now of Dr. Splawn’s views on any sub- 
ject, for we are little acquainted with them, nor of the 
politics, if any, involved, but merely of the fact that the 
appointee is a man of good character and ability with 
considerable training in and knowledge of many of the 
subjects with which he will have to deal as a member of 
the federal regulating body. Though most appointees to 
the Commission have been men of character and ability, 
they are usually lacking in the particular knowledge they 
Should have in the job and, consequently, they have to 
£0 to school at the public expense until they learn. This, 
we think, will not be true in this case. We congratulate 
the President and the country on the excellence of the 
selection, to whatever it may be due—remarking, however, 
that it is not due to any general effort on the part of 
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those interested in transportation to bring about an ap- 
pointment of the right kind. 


GOVERNMENT BOOKKEEPING 


HE peculiar situation with respect to the bookkeep- 

ing of the Inland Waterways Corporation, the gov- 
ernment barge line agency, and of the Panama Canal, 
both under the supervision of the Secretary of War, is 
emphasized again with the issuance of the annual report 
of the governor of the Panama Canal. The government 
barge line agency, as is well known, refuses to charge 
itself with interest on investment in reporting the re- 
sults of its operations. It claims profits that would be 
wiped out if it did charge itself, as it should, with inter- 
est. The Panama Canal, however, charges itself with in- 
terest in its computations, though no interest charge is 
actually made against the Canal by the Treasury of the 
United States. 

“Tnterest on capital investment from 1922 to date, 
amounting to $190,148,252.08, is considered as a charge 
to operating expenses,” says the annual report of the 
governor of the Panama Canal. 

The capital investment in the Canal at the close of 
the fiscal year ended June 30, 1933, according to the re- 
port, stood at $539,200,059.23, and this, it is stated, “is 
considered as representing a perpetual bond issue with 
interest at 3 per cent, except that sales and final with- 
drawals of capital assets will be deducted, and current 
additions to capital assets will be added to the capital 
investment by a diversion from maintenance and opera- 
tion appropriations, but no reduction in bonded liability 
will be made for accrued depreciation of capital assets 
while in service.” 

Interest for the current fiscal year, says the report, 
is based on the capital investment of $533,106,009.47, as 
of June 30, 1932, and amounts to $15,993,180.28. The net 
revenue in the fiscal year 1933, according to the report, 
fell short of meeting the 3 per cent interest charge of 
$15,993,180.28 by $4,081,970.91. 

With the Inland Waterways Corporation also under 
the supervision of the Secretary of War, it is difficult to 
understand why the accounting system applied to the 
Panama Canal is not applied to the barge line agency. 
It is interesting, however, to note that Mr. Dern, Secre- 
tary of War, has selected the Panama Canal and the 
Panama Railroad Company for the subject of a govern- 


PAGE 59 











PAGE 60 





ment-ownership survey to be made by the University of 
Chicago. Why was not the Inland Waterways Corpora- 
tion selected as an example of successful government-cor- 
poration operation? From what we have heard from 
Major General T. Q. Ashburn, president of that corpora- 
tion, it is a splendid illustration of successful govern- 
ment-corporation operation. Perhaps the barge corpora- 
tion might have been selected-for the study if it had fol- 
lowed the accounting practices of the Panama Canal. 


TRUCK TRANSPORTATION 


NE of the things that seem to be more or less not 

understood in the controversy as to whether com- 
mercial motor vehicles shall be regulated in the same 
way that their competitors, the railroads, are regulated, 
is why the manufacturers of motor trucks should, as 
charged, control or wish to control the organization of 
truck transport operators and bend it to their alleged 
will in opposition to equalization of regulation. Obvi- 
ously, the conclusion would be that, in some way or other, 
the manufacturers think it better for them that there 
should be no regulation or little regulation of truck 
transport and that it should continue to have an unfair 
advantage over rail transport. But why? 

The reason, it would appear, is that some manufac- 
turers, though, of course, they would continue to sell 
trucks if truck transport were regulated as some, in- 
cluding many of the more important and sounder-think- 
ing operators, think it should be, believe they can do 
better, if not actually in the manufacturing end of their 
business, at least through their financing companies, by 
continuing the present system where the majority of 
truck operators are small and more or less unreliable— 
in the so called “fly by night” class. The financing com- 
panies are more than safe and it is no unusual thing for 
a truck sold, with the sale thus financed, to be “repos- 
sessed” several times with the same “down payment” in 
each case. In other words, the manufacturers would seem 
to believe that they have nothing to gain and much to 
lose by stabilizing the business of motor transport and 
putting it in the hands of the larger and more reliable 
operators who pay for their trucks when they get them 
and use them, or wish to use them, in legitimate ways. 

We think this policy—if it is really the policy of the 
truck manufacturers, for the reason given—is_ short- 
sighted and narrow but, if they believe in it, we do not 
greatly wonder at their endeavoring to have transporta- 
tion legislation meet their views as to what is best for 
them. That is what everybody else does. But the point is 
that what is good or bad for them, or what they may 
think is such, should have nothing to do with the case. 
The problem is purely one of transportation and should 
be solved from that point of view. Whether the truck 
manufacturer profits or loses in the settlement is of no 
more concern in the matter than would be a question of 
whether the manufacturer of a certain kind of railroad 
equipment might like or dislike a certain plan of equali- 
zation of regulation as between the motors and the rails. 
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One cannot blame the manufacturers, perhaps, for trying 
to control the situation, but they ought not to be per. 
mitted to carry weight with the public or the framers of 
legislation in planning a transportation program. That 
is true, whether their reasons are as alleged or not. 
As to their policy. of obstruction to equalization of 


regulation, we think it is foolish from their own point of| 


view. We should think they would, in spite of some pos. 


sible temporary advantage in the present situation, de} 


sire, in the long run, to have the business of motor trans. 
port stabilized. It is not to be imagined that, under any 
fair system of regulation, the motor truck as a common or 
contract carrier of goods will be put out of business. For 
certain kinds of traffic and for certain hauls, we believe 
truck transport is and always will be cheaper than rail 
transport; it will always have a place. When and if all 
kinds of transport are properly regulated with respect to 
each other, we see no reason why there should not be 
coordinated systems of truck lines covering the entire 
country, much as the railroads cover it, and under just 
as efficient and responsible management. That is the con- 
dition that the broader-visioned truckers are endeavoring 
to bring about. The manufacturers, as we see it, are hin- 
dering them, misleading the little fellows, and confusing 
the public mind—and some day, we believe, they will see 
that they are hurting their own interests in doing it. 





THE ST. LAWRENCE CANAL 


RESIDENT ROOSEVELT has sent to Congress a 

message pressing for ratification of the treaty with 
Canada for construction of the St. Lawrence Seaway. 
We hope the treaty will not be ratified. Our position is 
not based on any political consideration, on any opinion 
that one route for the proposed canal is better than an- 
other, on the benefit or hurt that would accrue to any 
section of the country as against another, on any con- 
sideration as to power rights, or on anything else but 
the belief that, from a transportation point of view, 
the building of the canal would be a gross waste of 
money. The canal is not and will not be needed and 
any benefits that might result to commerce from lower 
rates would be paid for by the tax-payers, as a whole. 
This is an opinion that has been upheld by expert and 
unbiased study. The President is misled by superficial 
appearances. It is unfortunate that his plea for this 
project will have the more effect because of the present 
day craze for spending public money to make work for 
the unemployed, though the President, in his message, 
minimizes that phase of the matter. 


CAR SURPLUS REPORT 


The average daily surplus of freight cars in the period 
December 1 to 14, inclusive, was 470,165, as tompared with 
440,756 in the preceding period, according to the car service 
division of the American Railway Association. It was made uP 
as follows: 


Box, 214,987; ventilated box, 1,211; auto and furniture, 46,444; total 
box, 262,642; flat, 16,147; gondola, 91,125; hopper, 60,903; total coal, 
152,028; coke, 788; S. D. stock, 22,295; D. D. stock, 3,212; refrigerator, 
11,459; tank, 551; miscellaneous, 1,043. 


Canadian roads reported a surplus of 30,530 cars, made uP 
of 28,150 box, 860 auto, 950 flat, and 570 miscellaneous cars. 
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Current Topics in 
Washington 





As soon as Walter M. W. Splawn’s 
nomination is confirmed by the Senate, 
the condition of the railroads should 
show marked improvement. There will 
then be four doctors among the com- 
missioners, one plain doctor of laws, two 
plain doctors of philosophy, and one who is a doctor of both 
law and philosophy. The one who is like the two-headed eagle 
of heraldry, is Aitchison. Meyer and Splawn are the plain 
doctors of philosophy. Eastman, who has not been admitted 
to practice, is the undiluted doctor of law. 


Four Doctors to 
Improve Condition 
of Railroads 





The man who can get other than 
a few pleasing sounds and much con- 
fusion out of Wagner’s ride of the 
Valkyries is the mortal who can take 
the figures representing government ex- 
penditures in the last year and pros- 
pective spendings in the coming two years and make them as 
orderly as a parade of wooden soldiers. 

But President Roosevelt does not intend to allow the vast 
spendings to be as confusing as Wagner’s musical composition. 
Not at all. Budget Director Douglas and Comptroller General 
McCarl are to be inspectors to hold the spending agencies in 
order. There is to be order, regardless of what the two in- 
spectors may think of the policy of financial audacity, more 
financial audacity, and still more audacity. The President 
needs such a check on the men who hand out the country’s 
billions, any man will admit, for his own protection while he 
is in office and for his defense after he is out should he be 
criticized. 

Two billions added to the public debt means an increase 
of about $80,000,000 a year in the interest charge, not $800,000,000 
as said in this column when it was suggested there might be 
an increase this year of only $2,000,000,000 in the deficit, which 
means an increase in the debt. (See Traffic World, January 5, 
p. 12.) Observations based on the error, obviously, are not 
well founded. As now figured, the public debt by the end of 
1935 will be about $31,834,000,000, which would be between four 
and five billions greater than the war time peak. 

But when President Roosevelt told his financial story to 
Congress in his budget message, there were qualifications in 
it suggesting that the expenditures might not be as great as 
the largest figures put forward. One suggestion is that the two 
inspectors mentioned will not only preserve order in the parade 
of billions but will also tell some of them to fall out of line 
and go to the rear. 

It is said no man can really visualize a billion—that is, 
one thousand millions. The size of the possible near future 
public debt may be envisaged, among traffic men, by imagin- 
ing the destruction of all the railroads in the United States. 
Only the most optimistic have ever claimed a value for them 
equaling or exceeding the public debt figure of nearly thirty- 
two billions. 

But, even so, if one cares to give his patriotism, even 
chauvinism, if one prefers the sneer, a flight, what country is 
better able to bear such a burden (if burden-bearing is always 
to be the fate of nations) than the United States? 


Ride of the 
Valkyries in 
Government Finance 





Those not questioning the consti- 
tutional validity of recovery legislation 
hail the decision of the Supreme Court 
in the Minnesota mortgage moratorium 
law case as pointing to a sustaining 
; of the recovery statutes. Those who 
believe those statutes to be without constitutional warrant are 
inclined to believe the decision is a forecast of condemna- 
tion of the theory that practically every business in the land 
affects interstate commerce” and, therefore, comes under the 
commerce clause of the Constitution, even to the extent that 
the federal government, in time of emergency, may regulate 


Emergency Does 
Not Create Power, 
Says Highest Court 
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the price for pressing pants in Florida or the digging of graves 
in Arizona. 

The Minnesota case caused a five to four decision in favor 
of the statute, Chief Justice Hughes leading the so-called liberal 
justices in the upholding. It gives one who has lost his real 
property through foreclosure of a mortgage an extension to 
May 1, 1935, in which to redeem the property. In some states 
the “equity of redemption” period is one year. Extension, by 
the legislature, of that period, was alleged to impair the obli- 
gation of a contract, in violation of the restraint put on the 
states by the federal Constitution. 

“Emergency does not create power,” said the Chief Justice. 
To that he added this declaration, which may be significant 
to those whose daily work is under the commerce clause: 
“Emergency does not increase granted power or remove or 
diminish the restrictions imposed upon power, granted or re- 
served. The Constitution was adopted in a period of grave 
emergency. While emergency does not create power, emergency 
may furnish the occasion for the exercise of power.” 

It may be pertinent to observe that a state legislature has 
all power not forbidden to it by state and federal constitutions. 
Congress has only the power specifically granted to it. States 
may do many things that are not generally admitted to be 
within the power of Congress. For instance, under the com- 
mon law of England, inherited by the states, the price of bread, 
of hotel lodgings, and fees to be charged by grain warehouses, 
could be fixed by public authority. Price fixing by the fed- 
eral government, until the recovery laws came along, was 
exercised in prescribing interstate freight rates and passenger 
fares, as an incident to the power to regulate commerce among 
the states. 

None of the recovery statutes, it might be observed, says 
that prices of articles in interstate commerce shall be just, 
reasonable, and non-discriminatory. The power to fix prices 
has been exercised in codes, which command fair competition. 
One of the points made in litigation denying the constitu- 
tionality of the old act to regulate commerce, now the inter- 
state commerce act, was that it set up no standard to be fol- 
lowed by the Commission. But the mandate that rates be 
just, reasonable, and non-discriminatory satisfied the courts. 
Such language was understandable in an English speaking 
country and was definite enough to constitute a standard. But 
there is no such mandate to sellers of commodities in this 
country as to the prices they shall charge, in the recovery 
statutes (agricultural adjustment and national industrial re- 
covery), and no clear attempt in the codes to draw a line 
between interstate and foreign commerce. States have passed 
price-fixing laws and the question of the constitutionality of 
a New York milk price-fixing law is before the Supreme Court 
now. Those familiar with the power of state legislatures have 
fewer questions about the validity of such acts than they have 
about the federal recovery legislation. 





Among the most prominently 
mentioned things in the discussion of 
the petroleum phase of the national 
industrial recovery legislation were 
the oil industry’s pipe lines. Steps 
were to be taken to divorce them from 
holding companies. Proceedings were to be started before the 
Commission for reasonable rates and practices. 

However, up to this time, the only obvious action taken 
has been an announcement by Secretary Ickes, as oil adminis- 
trator, that one of his boards was going into the subject with 
a view to appearing before the Commission. There have been 
intimations that Coordinator Eastman would also turn his co- 
ordinating eye on them. An explanation as to why there has 
been no overt acts by government men may be found, it is 
believed, in an observation made by Dr. Walter M. W. Splawn, 
in the pipe line report made by the House committee on inter- 
state and foreign commerce, to the effect that pipe lines were 
plant facilities of the integrated oil companies. What might be 
considered his answer to the suggestion that the pipe lines be 
divorced from their owners was his question as to who would 
buy them. There has not yet been an answer to that inquiry. 

In law, the pipe lines are common carriers. They file tariffs 
with the Commission offering to carry crude for any one 
tendering it. No one has alleged that they do not carry for 
any who may care to offer crude oil, But the fact is that the 
refinery interest that owns a given pipe line is the chief, if 
not the only shipper through it. Being the proprietor, the 
refinery has no obvious interest in beating down the rates. 
Refineries, as a rule, are not built along existing pipe lines 
with the idea that they will furnish transportation in the manner 
in which railroads will furnish transportation. 

Refiners are individualists. The big ones want to be as- 
sured of a supply of crude without the possibility of being shut 


Petroleum Pipe Lines 
Forgotten Among 
Government Men 





PAGE 62 


off, in time of great demand, by a rationing of pipe line capacity. 
Ownership of the pipe line, through a stock controlled company, 
usually, assures a management that will meet the transportation 
demands of the proprietary interest. 


How far the United States will bring 
about government ownership and operation 
in business in the course of emergency moves 
to end the depression only a real prophet 
can say. 

Down in the Tennessee Valley it is buy- 
ing out power plants. In the opinion of some, the companies 
that have sold out to the government are wise. The thought 
is that, when the government gets into production of electricity, 
it will sell its product at prices so low that the private plants 
that try to continue will be bankrupted. 

Government bookkeeping, illustrated by the reports put out 
by the government’s barge line, will be able to show, it is sug- 
gested, at least a breaking even, if not a profit. If the govern- 
ment is able really to undersell the private plants the effect 
will be just the same on those plants as when a big company 
is able, in honesty, to undersell a small one. A big company of 
that character, in popular parlance, is a “trust.” 

The Post Office Department has received an allotment of 
$525,000 from the PWA to enable it to go into the manufacture 
of lock boxes, furniture, and other equipment for use by the 
department, which is a chronic producer of deficits. The plant 
will be located at Reedsville, W. Va. The Subsistence Home- 
stead Division plans eventually to move 125 families from the 
coal mining regions to a 1,200-acre tract, near Reedsville, and 
fifty houses are there in course of erection. When the accom- 
modations are completed families will begin farming, thereby 
becoming somewhat independent of Iowa farmers, for instance. 
When they are not farming they will work on the factory. 
When the factory is completed, it is assumed it will supply 
things now bought from private manufacturers, even if workers 
at other places may not have as much employment as they have 
now.—A. E. H. 


SPLAWN APPOINTED TO I. C. C. 


The Trafic World Washington Bureau 


Dr. Walter Marshall William Splawn, a Democrat, nominated 
by President Roosevelt, January 8, to be a member of the Com- 
mission to fill the vacancy created by expiration of the term 
of Ezra Brainerd, 
Jr., of Oklahoma, 
is not a stranger 
to the language of 
regulation, either 
on the legislative 
or the adminis- 
trative side of 
that work. 

Born in Arling- 
ton, Tex., about 
fifty years ago, 
Dr. Splawn, after 
his early educa- 
tion, attended 
Yale College, from 
which he was 
graduated and 
holds B. A. and 
M. A. degrees 
from that institu- 
tion. He studied 
law and practiced 
it at Ft. Worth, 
Tex. He received 
his doctor’s de- 
gree at the Uni- 
versity of Chi- 
cago. He taught 
transportation at 
the University of 
Texas. While he 
was president of 
that university he 
was consultant 
from time to time 
for public groups 
and appeared before the Interstate Commerce Commission. He 
served as a member of the Texas commission from March 1, 
1923, to July, 1924. 

Dr. Splawn came to Washington as referee under the act 
of 1928 providing for the settlement of war claims and was 
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closing that work when he was invited by the House com. 
mittee on interstate and foreign commerce to serve it as special 
counsel in directing its investigation of railroad holding com. 
panies. Under his supervision there was prepared and pub- 
lished a work of three large volumes entitled ‘Regulation of 
Stock Ownership in Railroads,” which constituted the report 
of the House committee on railroad holding companies. A 
similar report was prepared under his supervision for the House 
committee on oil pipe lines. He has lately been working on 
reports along the same lines with reference to communications, 
power, gas, and airways. He was a member of the Adminis- 
tration committee that worked last spring on the proposed 
legislation that became the emergency railroad transportation 
act of 1933, approved last June. Since June he has been serv- 
ing as vice-chairman and executive secretary of the. President's 
transportation committee, which is headed by Secretary Roper, 
of the Department of Commerce, and on which, in an advisory 
capacity, are Chairman Rayburn, of the House committee on 
interstate and foreign commerce, and Senator Dill, chairman 
of the Senate interstate commerce committee. Dr. Splawn also 
is a member of the communications committee headed by Sec- 
retary Roper. 

While a member of the Texas commission, Dr. Splawn 
represented that body and public interests of Texas in con- 
solidation proceedings before the Commission, which followed 
passage of the transportation act of 1920. As the result of 
this work he wrote a book on “Consolidation of Railroads,” 
published by MacMillan and Company. He is also the author 
of a study on government ownership and operation of railroads. 
This work is a survey of the practice in every country and is 
largely a factual study. He also is the author of a text book 
on the general field of economics. 

Appointment of Dr. Splawn to the Commission was urged 
by Chairman Rayburn. In appointing Dr. Splawn, a Democrat, 
the President counted Commissioner Eastman as an independent, 
thus permitting six Democrats to sit on the Commission at the 
same time. 

The Senate interstate commerce committee will hold a hear- 
ing January 16 on the nomination of Dr. Splawn. Senator 
Couzens, of Michigan, asked that a hearing be held. The 
nominee will be asked to appear before the committee for 
examination. 

Organized railroad labor leaders were interested in the 
nomination of Dr. Splawn, due to the fact that he was a member 
of the board of arbitration that was formed to arbitrate the 
demands of conductors and trainmen on the western roads for 
wage increases of about a dollar a day and which, June 25, 
1927, announced a decision denying any increase to the con- 
ductors and trainmen, other than yardmen. (See Traffic World, 
July 2, 1927, p. 12.) Dr. Splawn concurred in the decision of 
the board, to which the members of the board selected by the 
employes dissented. 


SUSPENDED TARIFFS 


In I. and S. No. 3938, the Commission has suspended from 
January 6 until August 6 schedules as published by J. E. Johan- 
son in Supplement No. 65 to I. C. C. No. 1666 and Supplement No. 
24 to I. C. C. 2257. The suspended schedules propose to restrict 
the rates applicable on vegetable oils, in. carloads, between ‘points 
in the southwest and from points in the southwest to points in 
western trunk line territory by addition of the following rule: 

Rates on vegetable oils, such as copra or cocoanut, cotton seed, 
peanut, sesame seed, solidified cotton seed and soya bean oils, will 
apply only on shipments in bulk in barrels or iron drums or in tank 
cars, except on shipments of solidified oils (not including lard substi- 
tutes or lard compounds), rates will also apply on shipments in bulk 
in bags or sacks. 

In I. and S. No. 3939, the Commission has suspended from 
January 10 until August 10, certain schedules of the Southern 
Railway in supplement No. 28 to I. C. C. No. A-10420. The sus- 
pended schedules propose to increase from $2.25 to $6.30 the 
reciprocal switching charge applicable on various commodities, 
in carloads, at High Point, N. C., between industries and team 
tracks on the Southern Railway and the High Point, Randleman, 
Ashboro & Southern Railroad and their interchange track with 
the High Point, Thomasville & Denton Railroad. 

In I. and S. No. 3940, the Commission has suspended from 
January 10 until August 10, schedules in supplements Nos. 
29 and 30 to Jones’ I. C. C. No. 2627. The suspended schedules 
propose, by exceptions to the Official Classification schedules, 
to establish from Gary and certain other points in Indiana to 
destinations in central territory east of the Indiana-Illinois 
state line, rates on cane or beet sugar on the basis of 27.5 per 
cent of first class rates, subject to a carload minimum weight of 
60,000 pounds. Such rates would apply in lieu of the present 
fifth class basis, subject to a carload minimum weight of 40,000 
pounds, with resultant increased charges on present minimum 
carloads. 
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Decisions of Interstate Commerce Commission 





MORE JOINT HARD COAL RATES 


OINT rates on anthracite coal from mines in the Wyoming 

region in Pennsylvania on the Delaware & Hudson to destina- 
tions on the Baltimore & Ohio in Delaware, Maryland, Virginia 
and the District of Columbia have been ordered in No. 25501, 
Brookland Coal Co., Inc., et al. vs. Delaware & Hudson et al., 
the Commission, by division 2, having found the present com- 
pinations unreasonable and unduly prejudicial. . 

Complainants were a coal dealer near Washington, D. C., 
and George C. Foedisch & Co., representing, in the destina- 
tion territory, the Hudson Coal Co., the latter operating mines 
on the Delaware & Hudson. They alleged the rates from mines 
on that railroad in the Wyoming region to destinations on the 
Baltimore & Ohio south of and including Carpenter, Del., and 
north of and including Capon, Va., were unreasonable, unduly 
prejudicial to the complainants and unduly preferential of 
shippers from the Schuylkill region on the Reading and in the 
Lehigh and Wyoming regions on the Central of New Jersey 
and Lehigh Valley. They asked the Commission to prescribe 
joint rates the same as those prescribed in the D. L. & W. Coal 
Co. case, 185 I. C. C. 168, that is rates not exceeding by more 
than 13 cents those maintained from mines on the Reading in 
the Schuylkill district, the southernmost region in Pennsylvania. 

The Commission found the existing rates unreasonable, un- 
duly prejudicial and preferential to the extent they exceed or 
may exceed, on prepared sizes, by more than 13 cents a gross 
ton, present rates from mines on the Reading in the Schuylkill 
region to the same destinations. The Commission said no fixed 
relation existed between the rates on prepared and smaller 
sizes and that no evidence was introduced tending to show what 
the relationships should be. The record, it said, would not 
support a finding under section 1 that the rates on the smaller 
sizes should be lower than those on prepared sizes. New rates 
are to be effective not later than March 30. 

The object of the complainants was to get Delaware & Hud- 
son coal into the destination territory, the combination rates 
making it impossible for them to sell that coal in competition 
with dealers on the Pennsylvania and Western Maryland at or 
near such points. 

Carriers, except the Delaware & Hudson, contended that 
there was an ample supply of coal from mines on the Reading, 
the Lehigh Valley and the Central of New Jersey and therefore 
there was no necessity for joint rates, as sought, on the basis of 
a 13 cent differential to mines on the Delaware & Hudson. That 
carrier was not shown as having been represented in the trial 
of the complaint. The Commission said the record justified 
the conclusion that it was clearly in the public interest that 
reasonable bases of rates be established for application from 
the Delaware & Hudson mines to the destinations involved. 


ILLINOIS COAL TO MISSOURI 


With Commissioner Eastman breaking a tie among his 
colleagues, the Commission, in No. 24899, A. B. Cole & Sons 
et al. vs. Missouri Pacific et al., has found unreasonable the 
assailed rates on bituminous coal from points in the Belleville, 
Centralia, DuQuoin and southern Illinois groups to California, 
Tipton, Syracuse, Otterville, Smithton, Sedalia, Lamonte, Knob- 
noster, Centerview, Holden, Sweet Springs and Concordia, Mo., 
between May 8, 1929, and August 20, 1930, to the extent they 
exceeded the rates established following the decision in Illinois 
Coal Traffic Bureau vs. Arkansas Valley Interurban, 161 I. C. C. 
337, known as the Southern Illinois case, and awarded repara- 
tion. Inasmuch as the carriers objected to proof in affidavit 
form the Commission said the case would be held open for further 
hearing for the submission of proof of damage and for the 
determination of the amounts of reparation. 

The Commission having vacated a suspension order as to 
rates to the Missouri destinations involved in this case in pur- 
ported compliance with an opinion in Illinois Coal Cases, 1920, 
62 I. C. C. 741 and 64 I. C. C. 751, the railroads contended that 
they had been approved by the Commission and that, therefore, 
under the decision in the Arizona Grocery case, 284 U. S. 270, 
the Commission was without power to award reparation. 

Commissioner Brainerd, dissenting, said this decision 
seemed to be contrary to the conclusions reached in several 
division cases in which he had participated, namely, United 
Brick & Tile Co. vs. M. P., 178 I. C. C. 497, Ash Grove Lime 
& Portland Cement Co. vs. C. & A., 188 I. CG. C. 451 and Shale 





Brick & Tile Co. vs. C. B. & Q., 195 I. C. C, 303, and that for 
the reasons therein stated, he was unable to concur in the 
conclusions herein. 

Commissioner Mahaffie dissented for reasons stated in his 
dissent in No. 25292, Shelbina Milling Co. vs. C. B. & Q, which, 
he said, was decided concurrently with this case. Commissioners 
Lee and Miller joined him. Commissioner Tate noted a dissent 


and a note said that Commissioner Eastman had participated in 


the disposition of this case. 


SHORT HAULING GRAIN RATES 


On reconsideration, the Commission, in I. and S. No. 3761, 
routing grain and grain products via Chicago, Rock Island & 
Pacific Railway, has affirmed the finding of division 3, in a prior 
report, 191 I. C. C. 674, that schedules proposing routing provi- 
sions governing the application of joint rates on grain and grain 
products from points in Oklahoma to destinations in Arkansas 
had not been justified. The effect of the affirmance is to require 
the Santa Fe to continue participation in rates which have the 
effect of short-hauling it now that it owns the Orient railroad. 
The proposal was to cancel joint rates over routes in which 
the Rock Island would be an intermediate carrier, on the theory, 
as the Commission understood it, that because the Commission, 
in the first instance could not require the establishment of such 
joint rates over the routes in question, on account of the provi- 
sion in section 15(4) forbidding the Commission to require joint 
rates that would deprive the originating line of its long haul, it 
could not require the maintenance of such rates. Actual clos- 
ing of the routes was not proposed. Combinations would still 
have been possible over the short-hauling routes. 

Commissioner Meyer, with whom joined Commissioners Mc- 
Manamy and Mahaffie in a dissent, said that the decision in this 
case not only reversed the Commission’s findings in a long line 
of previous cases on the same question commencing with the 
Ogden Gateway case, 35 I. C. C. 131, down to the Port of New 
York Authority case, 144 I. C. C. 514 and possibly later, but also 
in his opinion, completely nullified, for all practical purposes, 
the provisions of section 15(4). The prior decisions, he added, 
uniformly held that the Commission had no power, under the 
law, to prevent the cancellation of through routes and joint 
rates voluntarily established ‘by the carriers, when, as in this 
case, the Commission would not be warranted in requiring such 
arrangements if not already in effect. 


In most instances the combination that would be left in 
effect, Mr. Meyer pointed out, would be made up of components 
the Commission itself had prescribed in Oklahoma Corporation 
Commission vs. A. R. R. 80 I. C. C. 607, and Same vs. A. & S., 
101 I. C. C. 116. Therefore, said he, if the Commission could 
not require the maintenance of joint rates over these routes, how 
could it say that the intermediate factors which it had itself 
prescribed, were other than reasonable. 


The Commission treated three routes between Judsonia, Ark., 
and Sentinel, Okla., as typical. It showed that over one of the 
routes the combination, based on Clinton, Okla., would be 47.5 
cents while the short-line distance rate, prescribed in the first 
mentioned Oklahoma Commission case, would be 35 cents. 


The Santa Fe argued that the Rock Island routes were not 
necessary or desirable in the public interest and that the Com- 
mission was without power to require the maintenance of joint 
rates over them. The Commission said that in an investigation 
proceeding such as this all parts of the interstate commerce act 
might be put into issue. Where, in a case like this it was pro- 
posed to cancel joint rates over short-line routes so as to enable 
the originating carrier to force the traffic over other routes that 
would give it a longer haul, the Commission said it thought it 
clear that it had jurisdiction to inquire into the situation which 
would result as a consequence of the proposals made, including 
an investigation into the comparative length of the remaining 
joint through routes; also where raised, the lawfulness of the 
resulting rate situation applicable over the short and more 
direct route. It said that it had held that rates over routes which 
short-hauled a carrier might be on a somewhat higher lever 
than rates over routes where short-hauling was not involved. 
But even applying such a standard of reasonableness the result- 
ing rates, by combination, which would be applicable over the 
Rock Island routes, in its opinion, would be in excess of rea- 
sonable maximum rates. 

Chairman Farrell, concurring, said he concurred because 
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he thought cancellation of the joint rates over routes through 
Clinton would not cancel the routes and that the combination 
through rates which would be left in effect, would be unreason- 
able, both relatively and otherwise. 

In a concurrence Commissioner Lee pointed out that no 
attempt was made to justify the combinations as reasonable. 
The testimony of the protestants, he said, was convincing that 
the combination rates would be unreasonable. It was therefore 
the duty of the Commission, he said, to order the cancellation of 
the suspended schedules. 


TRUCK-COMPETITIVE ROPE RATES 


A finite plan for limiting rates reduced to meet truck 
competition to the areas where there is such competition has 
been approved by the Commission, division 3, in I. and S. No. 
3903, rope and twine in the south. It has found justified the 
proposed cancellation of commodity rates on rope and twine 
(made from sisal, istle, jute and manila) in less than carloads 
within the south and between eastern port cities and points in 
the south via rail-water routes, and substitution of third class 
rates in lieu thereof. 

Under the plan thus approved the carriers will establish the 
classification basis, that is, third class on less than carloads 
throughout the territories indicated except from New Orleans, 
La., to points on the line of the Illinois Central in Louisiana 
east of the Mississippi and to points on that system in Missis- 
sippi and to Ripley, Memphis, Jackson, Dyersburg and Coving- 
ton, Tenn. 

In the excepted territory, the present basis of less than 
carload rates, column 50, established on August 6, 1932, will 
be continued. The column 50 basis was established by the 
Illinois Central on the day mentioned in an effort to retain 
traffic from New Orleans from which point trucks were carry- 
ing rope and twine. As published, the column 50 rates of the 
Illinois Central extended to St. Louis and Ohio River crossings. 

Four days later other southern lines, according to the re- 
port, put in that basis throughout the south generally, although, 
as the Commission said, there did not exist at the other stations 
in southern territory like conditions compelling the reduction 
by the Illinois Central from New Orleans. Later the reduced 
basis again spread when, on December 3, 1932, by the joint 
action of southern carriers and coastwise steamship lines it 
was established for application from north Atlantic ports to 
destinations in southern territory, although, as the Commission 
again pointed out, there was no controlling truck competition 
such as existed and still exists from the north Atlantic ports 
to the south. 

It was for the purpose of restoring rates on this cordage to 
the normal third class basis, confining the reduced basis to the 
points from and to which truck competition was actually en- 
countered, that the suspended schedules were filed. 

Protests were made by Mobile, Ala., and Richmond, Va., 
interests. The latter, consisting of seven jobbers, appeared 
at the hearing. The Cordage Institute, ordinarily representing 
85 per cent of the cordage production in the United States, ap- 
peared in support of the plan. Under the recovery legislation 
it represents the entire industry, which is centered largely in 
official territory. Plants at New Orleans, and at Houston, Tex., 
produced considerably less than three per cent of the country’s 
production. The Commission said that from 90 to 95 per cent 
of the cordage consumed in the southern territory came from 
outside of that territory from which third class rates applied 
both territorially and interterritorially. The Commission said 
that one of the protesting jobbers testified, in substance, that 
the total annual sales of the commodities in the cordage list, 
obtained from Philadelphia, Pa., and distributed chiefly to points 
in North Carolina, amounted to 60 or 70 tons. 

Continuance of the existing basis from the port cities via 
water-rail routes, it appeared, would force some of this traffic 
to move by truck from inland points to the ports. Protestants, 
the report said, instanced water-rail rates on rope, N. O. I. B. N., 
less than carloads, from eastern port cities to destinations in 
North Carolina that were upon a basis lower than 50 per cent 
of first class. The Commission said that for the most part 
the destinations were either reached direct by water or were 
adjacent to such points and that the rates were maintained 
to meet water competition. Protestants’ evidence, it added, fell 
far short of overcoming the showing made by the respondents. 
It said it clearly appeared that the suspended schedules, if 
permitted to become effective, would remove many unduly 
prejudicial situations existing .under the present adjustment. 


PLASTER BOARD REVISION 


A readjustment of rates, minimum weights and the rule 
governing mixed carloads of plaster and plaster board in the 
western district, not later than March 15, has been ordered by 
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the Commission in No. 23823, Gypsum Association et al. vs, 
A. T. & S. F. et al., and No. 17006, Upson Co. vs. Ann Arbor 
et al., the latter case being on reconsideration on the record, 
In a report written by Commissioner Aitchison, the Commission 
found unreasonable the rates on plaster board from Fort Dodge, 
Ia., Southard, Okla., and Sweetwater, Tex., to destinations in 
western trunk line territory and ordered new ones in accordance 
with a scale shown in an appendix, later described. It found 
the rates from the points mentioned to the southwest not un. 
reasonable. 

Minimum weights in connection with rates on plaster board, 
from Fort Dodge, Southard and Sweetwater to points in western 
territory, except transcontinental destinations, were found un- 
reasonable to the extent they exceeded 40,000 pounds. 

A rule governing the movement of plaster and plaster board, 
in mixed carloads, from Fort Dodge, Southard and Sweetwater 
to points in western territory was found unreasonable. The 
Commission found that a reasonable method for determining the 
charges on such mixed carloads would be to apply the respective 
carload rates to the actual weight of each commodity in a car, 
subject to the highest minimum weight for any of the articles in 
the car, any deficit in the minimum weight to be charged at 
the plaster board rate. 

Upon the reconsideration of the record in the Upson case 
paragraphs (b), (c) and (d) of finding 2 and finding 4 in the 
prior report, 157 I. C. C. 586, have been modified so as to provide 
interstate rates on plaster board, minimum 40,000 pounds, from 
Southard, Sweetwater and Fort Dodge to destinations in the 
southwest, equal to 20 per cent of the first class rates; rates 
on plaster board, minimum 40,000 pounds, from Fort Dodge, 
Southard, and Sweetwater, to destinations in Western Trunk 
Line territory, as defined in Western Trunk Line Class Rates, 
164 I. C. C. 1, including extended Zone C in Wisconsin, on the 
basis in the scale hereinbefore referred to, plus the arbitraries 
shown in connection with the scale for the portions of the hauls 
from Southard and Sweetwater within southwestern territory, 
subject to the rates described in the preceding part of this 
sentence to intermediate points over routes not more than 5 
per cent circuitous, as minima; and rates on fiber wall board, 
in carloads, minimum 40,000 pounds, from Lockport, N. Y., to the 
Same destinations, equal to the present rates. 

A further modification in the Upson case provides rates to 
destinations west of western trunk line territory and west of the 
southwest on fiber board, from Lockport, which shall not ex- 
ceed the interstate rates on plaster board from Southard, Sweet- 
water and Fort Dodge, by greater percentages than those by 
which the fifth class rates from Lockport exceed the contem- 
poraneous class C rates from Southard, Sweetwater and Fort 
Dodge to the same destinations. For the purpose of this find- 
ing, the Commission said the rates should be subject to a 
minimum weight of 40,000 pounds, except to transcontinental 
destinations, to which the minima should be 50,000 pounds on 
fiber board and 60,000 pounds on plaster board. The Commis- 
sion said that undue prejudice to complainant in 17006, the 
Upson case, and undue preference of manufacturers of plaster 
board at Southard, Sweetwater, and Fort Dodge resulted and 
would result from the maintenance of rates on mixed shipments 
of plaster and plaster products from Southard, Sweetwater, and 
Fort Dodge to points in western territory, lower than would re- 
sult from the application of the respective carload rates to the 
actual weight of each commodity in the car, subject to the 
highest minimum weight for any of the articles in the car, any 
deficit in the minimum weight to be charged for at the rate on 
the highest rated article. 

The scale to be used in the making of rates hereinbefore 
mentioned begins with a rate of 10 cents for 10 miles, becomes 
17 cents at 100 miles; 22 cents at 200 miles; 25 cents at 300 
miles; 27 cents at 400 miles; 29 cents at 500 miles; 31 cents 
at 600 miles; 33 cents at 700 miles; 35 cents at 800 miles; 37 
cents at 900 miles; 39 cents at 1,000 miles; 41 cents at 1,100 
miles; 43 cents at 1,200 miles; 45 cents at 1,300 miles; 47 cents 
at 1,400 miles; and 49 cents at 1,500 miles. 

The scale of differentials prescribed for hauls in south- 
western territory begins with 1 cent for 150 miles and less, 
becomes 2 cents for the block between 150 and 500 miles, and 
ends with 3 cents for distances greater than 500 miles. In 
computing the distances, the report says, the shortest route 
shall be used over which carload traffic can be moved without 
transfer of lading. Chairman Farrell and Commissioners Porter 
and Miller dissented. 


COMMISSION REPORTS 


Processed Sand 


No. 25597, Hungerford & Terry, Inc., vs. Pennsylvania. By 
division 3. Rate, sand, processed for water filtering and soften- 
ing, in box car loads, Sewell, N.-J., to New York Lighterage, 
N. Y. (Manhattan Piers, N. J.), for export, inapplicable prior 
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January 18, 1934 


to August 25, 1931, on shipments in 1930 and 1931. A sixth class 
rate of 21.5 cents a hundred pounds, equivalent to $4.30 a net 
ton, was collected. On August 24, 1931, a rate of $2.45 a ton was 
put into effect. That rate held not unreasonable. Reparation 
awarded. Commissioner Lee, dissenting, said he was convinced 
that the commodity rate on sand was not applicable on this fin- 
ished product selling, as he said, at prices ranging from 10 to 16 
cents a pound, shipped in bags in box cars. 


Potatoes 


No. 26003, Greenspan Brothers, Inc., vs. A. C. L. et al. By 
division 5. Carload, potatoes, Mount Olive, N. C., originally 
consigned to Petersburg, Va., but diverted to Perth Amboy, 
N. J., misrouted by the A. C. L., that road being held responsible 
for not specifying Lehigh Valley delivery or obtaining clear 
instructions. Reparation down to a rate of 37 cents, amounting 
to $44.68, awarded. 

Cocoa Beans 


No. 25990, Bachman Chocolate Manufacturing Co. vs. Penn- 
sylvania. By division 4. Dismissed. Rate cocoa beans, New 
York, N. Y., to Florin, Pa., imposed on shipments between 
March 10 and June 24, 1930, not shown to have been unreason- 
able or otherwise unlawful. 


Pinto Beans 


No. 25989, Seavey & Flarsheim Brokerage Co. vs. St. L.- 
Ss. F. et al. By division 4. Dismissed. Applicable rate, two 


carloads, pinto beans, Hoehnes and Limon, Colo., to Kansas ~ 


City, Mo., stored in transit and forwarded to Birmingham, Ala., 
determined to have been $1.05. 


Topless Onions 


No. 25958, American Fruit Growers’ ‘Inc., of Illinois vs. 
Asherton & Gulf et al. By division 4. Charges collected, onions 
without tops, Asherton and Catarina, Tex., to Denver and 
Pueblo, Colo., shipped in May, 1931, found inapplicable on two 
shipments that weighed 25,500 pounds. Applicable charges 
not unreasonable. Reparation of 30 cents awarded. Complainant 
particularly assailed a 30,000 pound minimum on a 91-cent rate 
and asked for a minimum of 24,000 pounds on the 91-cent rate 
and reparation to that basis, claiming that that minimum ap- 
plied to all markets other than the one to which it shipped. 


Hog Hair and Lard 


No. 25834, John Morrell & Co. vs. B. S. L. & W. et al. By 
division 4. Dismissed. Rates charged, hog hair and lard, car- 
loads, on shipments between January 1 and April 23, 1931, 
Sioux Falls, S. D., and Ottumwa, Ia., to New Orleans, La., and 
other Gulf ports, for export, not unreasonable. Rates of 65 
cents from Sioux Falls and 60 cents from Ottumwa, were 
charged. Complainant claimed rates of 53.5 and 48.5 from Sioux 
Falls and Ottumwa, respectively, as reasonable. The claimed 
rates were published as emergency rates on May 10, 1928, and 
expired December 31, 1930. The cause of complaint, the Com- 
mission said, was that the rates in issue expired on December 
31, 1930, while those from other points were extended beyond 
the expiration date, thus placing the complainant at a disad- 
vantage. The claimed rates, it said, were reestablished on 
April 24, 1931. The railroads applied for permission to make 
reparation and offered no defense in the formal complaint case. 
The Commission said that rates established under the circum- 
stances described afforded no measure of reasonable maximum 
rates, 


Potatoes 


No. 25695, Carolina Shippers’ Association, Inc., et al. vs. 
A. C. L. et al. By division 4. Dismissed. Carload rates and 
refrigerator-car charges, potatoes, sweet and Irish, points in 
North Carolina to destinations in trunk line and New England 
territories, not unreasonable or otherwise unlawful. In addi- 
tion to alleging that the rates were unreasonable the com- 
plainants asserted they were unduly preferential of growers 
of potatoes in the Norfolk, Va., district with whom they com- 
peted. 

Milk, Poultry, Feed 


No. 25770, Armour & Co. vs. C. St. P. M. & O. et al. By 
division 5. Rate, 67 cents, two carloads, semi-solid condensed 
buttermilk poultry feed, Duluth, Minn., to Hutchinson, Kan., 
unreasonable to the extent it exceeded 57 cents. Shipments 
were made in September and October, 1929. Prior to the move- 
ment a rate of 57 cents was applicable. Later it became 46 
cents. Reparation of $81.85 awarded. 


Uncompressed Cotton Linters 


_ _No. 25960, Smith, Robson & Burkart, Inc., vs. B. & O. By 
division 5. Dismissed. Rate charged, carload, uncompressed 
cotton linters, shipped in April, 1931, St. Louis, Mo., to Indian- 
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apolis, not unreasonable. Chairman Farrell, dissenting, said 
he thought the rate of 39 cents complained of exceeded the 
maximum of reasonableness to the extent it exceeded 28 cents. 
He pointed out that in No. 17000, part 8, Hoch-Smith Cotton- 
seed, Its Products and Related Articles, a 28 cent rate was found 
to be the maximum reasonable one for a haul of 402 miles, the 
distance of the route used in this case, within official territory. 


Petroleum (Products 


No. 26027, Neely Oil Co. et al. vs. Alton et al. By division 
4. Dismissed. Report by Commissioner Porter. Rates, pe- 
troleum products, southwestern origins to Leon, Ia., and des- 
tinations in Missouri, not unreasonable. 


Pulpwood 


No. 25625, Fred W. Roedter vs. C. & N. W. By division 3. 
Rate applicable, 6.8 cents on 84 shipments over an intrastate 
route, Ashland, Wis., to Peshtigo, Wis., pulpwood originating 
in Minnesota, not unreasonable or otherwise unlawful; com- 
binations applicable on one shipment, Ashland to Peshtigo, over 
an interstate route, unreasonable to the extent it exceeded 6.8 
cents. Weight used in determining charges on one car, Ash- 
land to Peshtigo, unreasonable to the extent it exceeded a 
weight computed by reducing the cordage reported by the con- 
tractor who loaded the shipments, to pounds on the basis of 
3,650 pounds to the cord; that weights used in determining 
charges on Canadian pulpwood from Ashland, unreasonable to 
the extent they exceeded the actual weights on 14 shipments 
which were track-scaled and weights computed by reducing the 
reported cordage to pounds on the basis of 4,650 pounds to the 
cord on the 22 shipments which were not actually weighed; and 
found that the weight of 4,200 pounds a cord used in comput- 
ing weights on 217 shipments from Michigan points, was and is 
not unreasonable or otherwise unlawful. Record insufficient to 
prescribe estimated weights for the future, on shipments from 
Ashland to Peshtigo in interstate or foreign commerce. Repara- 
tion awarded. Commissioner Lee, dissenting, said the appli- 
cable rate from Ashland should be found to be the rate based 
on the actual short line mileage; also the agreed weights 
should be used in determining the charges on shipments not 
actually weighed. 

Apples 


No. 25069, Dawson Produce Co. et al. vs. A. T. & S. F. et al. 
By division 2. Rates, apples, points in Idaho, Oregon, Wash- 
ington and Utah to points in Oklahoma, unreasonable and in 
violation of the aggregate of intermediates part of section 4 
prior to December 3, 1931, to the extent they exceeded the 
combinations in effect prior to the day mentioned, but not un- 
reasonable thereafter. On December 3, 1931, the tariffs made 
provision for the application of the lowest combinations when 
they were lower than the joint through rates. Reparation 
awarded. Commissioner Tate, concurring, said he did not wish 
his approval of this report to be construed as an approval of 
the wide blanketing of rates such as prevailed on fruits from 
the far west. 

Ryegrass Seed 


No. 23813, Arizona Seed & Floral Co. et al. vs. A. T. & S. F. 
et al. By division 3. Upon further hearing, rates, ryegrass 
seed, carloads, San Francisco, Calif., and points in Oregon 
to Phoenix, Ariz., unreasonable to the extent that from Oregon 
points they exceeded 90 cents and from San Francisco to the 
extent they exceeded or may exceed 64 cents. New rate to be 
effective not later than April 24. Reparation awarded. Former 
report, 178 I. C. C. 414, modified. In the former report the rates 
were found unreasonable to the extent they exceeded 82.5 and 
64.5 cents, respectively. Rates were not considered for the 
future, the expectation being that they would be provided for 
in Grain and Grain Products, 164 I. C. C. 619, the Hoch-Smith 
grain case. The new findings are without prejudice to the find- 
ings that may be made in that reopened case now pending. 
Commissioner Lee, dissenting, said he dissented in the original 
report because reparation had been denied in the Hoch-Smith 
grain case. He also disagreed with the prescription of a rate for 
the future in this case, being of the opinion that the rate for 
the future should be left for decision in the larger case. Com- 
missioner Miller, dissenting, disagreed with the award of repara- 


tion. 
Molding Sand 


No. 23416, Crane Enamelware Co. vs. B. & O. et al. By 
division 3. Upon reconsideration, findings in 178 I. C. C. 386, 
that the rates charged, molding sand, points in New York to 
Chattanooga, Tenn., were inapplicable, modified. New finding is 
that the rate charged on shipments that moved via Maysville, 
Ky., was inapplicable and that rate of $5.40 was applicable; that 
the applicable rate of $5.85 a net ton was charged on all ship- 
ments via Cincinnati, O., except possibly the one that was deliv- 
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ered to the L. & N. at Louisville, Ky., and except those that 
moved from Elnora, Mechanicville, Schenectady and Ushers, 
N. Y., on and after November 25, 1928; that on the latter ship- 
ments the applicable rate was $6.15; that the applicable rates 
of $5.40 and $5.85 were and are not unreasonable, but that the 
applicable rate of $6.15 in effect between November 25, 1928, 
and December 21, 1931, was unreasonable to the extent it ex- 
ceeded $5.85 and that the complainant is entitled to reparation, 
the findings of unreasonableness being an affirmation of the 
prior findings. No finding or order for the future as to the rate 
of $5.85 found reasonable in the former report for application 
via Cincinnati necessary, as that rate has been established. Com- 
missioner Brainerd dissented. 


Coated Road Materials 


Fourth Section application No. 14460, asphalt rock and lime- 
stone in the southwest. By division 2. Relief granted in third 
supplemental fourth section order No. 10713 so as to enable car- 
riers to make rates without observing the long and short haul 
part of the fourth section on chatts, gravel, and sand, coated 
with not to exceed 10 per cent of oil, tar or asphalt the same as 
authorized in 192 I. C. C. 563 on those commodities coated with 
not to exceed 8 per cent of oil, tar or asphalt. 


Sweetclover Seed Reparation 


No. 24199, Haley-Neeley Co. et al. vs. Ann Arbor et al. By 
division 3. Upon further hearing amounts of reparation due, 
shipments, sweetclover seed, carloads, points in South Dakota 
and Sioux City, Ia., to points in Iowa, Missouri, Wisconsin, 
Illinois and Fairmont, Minn., determined to have been $220.69 
to Wertz Seed Co.; $3,067.57 to Sioux City Seed Co.; and $4,144.29 
to the title compiainant. Former report, 186 I. C. C. 299. 


Feeder Cattle 


No. 25616, Frank J. Dutra vs. Southern Pacific. By divi- 
sion 3. Charges, feeder cattle, in three 36-foot cars in lieu of 
two 40-foot cars ordered, Medford, Ore., to Bay Point, Calif., in- 
applicable. There being no two for one rule in effect charges 
of $107.67 a car were imposed on two cars and none on the 
third. Commission said the applicable rate was $138.66 a car 
and that undercharges were outstanding. Failure of defendant 
to provide for application of two for one rule held unreasonable. 
Charges found unreasonable to the extent they exceeded those 
which wouid have accrued at a rate of $129.80 a car for the 
two 40-foot cars ordered. Defendant authorized to waive out- 
standing undercharges to the basis indicated and complaint 
dismissed. Commissioner Miller noted a dissent. 


Sweetclover Seed 


No. 25833, American Field Seed Co. vs. C. & N. W. et al. 
By division 3. Rates, sweetclover seed, carloads, Watertown, 
New Effington, Brandt, Toronto, Ramona and Lake Preston, S. D., 
to Chicago, Ill., unreasonable to the extent they exceeded the 
contemporaneous class D rates. Reparation awarded on ship- 
ments delivered between September 1 and November 26, 1929. 
Class A rates were applicable except from New Effington. From 
that point the rate was a combination of class D to Minneapolis 
and class A beyond. Commissioner Miller dissented from the 
award of reparation. 


Iron and Steel 


No. 19571, Commercial Club of Fargo, N. D., et al. vs. 
A. & W. et al., and a sub number, Same vs. Same. By division 
3. Dismissed. Rates, iron and steel articles, Chicago, IIl., 


Gary, Ind., Milwaukee, Wis., and other points in Indiana, Illinois 
and Wisconsin to Fargo, N. D., not unreasonable. The title 
complaint covered shipments made between February 3, 1925, 
and April 28, 1927. Shipments covered by the sub-number were 
made between December 23, 1930, and December 18, 1931. Com- 
missioner Lee wrote a concurrence, saying the injury to Fargo 
alleged in the complaint arose by reason of a reduction in rates 
to Twin Cities. 
Brick Minimum 


No. 22806, L. N. Grant vs. A. C. L. et al. By division 3. 
Carload minimum to be used in determining reparation hereto- 
fore awarded on common brick, Weldon, N. C., to Virginia desti- 
nations to be 60,000 pounds. Commission adhered to the findings 
in the original report, 168 I. C. 'C. 279, that the rates were unreason- 
able to the extent that they exceeded those determined by the 
application of the distance rates prescribed on common brick 
in the Southern Brick Case, 88 I. C. C. 548. Amounts of repara- 
tion due complainant determined. Former reports, 168 I. C. C. 
279 and 183 I. C. C. 267. Commissioner Brainerd dissented, for 
reasons stated by him in the original report in the Grant case, 
186 I. C. C. 407. 

Bituminous Coal 


No. 25292, Shelbina Milling Co. et al. vs. C. B. & Q. et al., 
No. 25293, John B. Busch Brewing Co. et al. vs. C. R. I. & P. 
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et al., and a sub number, Rolla-Creamery & Ice Co. et al. vs, 
Same. Rates, bituminous coal, points in Illinois in the Belle 
ville, Centralia, Du Quoin, and southern Illinois groups to Shel. 
bina, Clarence, Chillicothe, Hamilton, and Cameron, Mo., an 
other Missouri points, unreasonable, between May 6, 1929, and 
August 20, 1930, to the extent they exceeded the rates now in 
effect. Commissioner Eastman participated in the disposition of 
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this case. Commissioners Brainerd, Mahaffie, Lee, Miller and™of the 
Tate dissented. These cases constituted a companion projgwhere 
ceeding similar to that in No. 24899, A. B. Cole & Sons et alfminim 
vs. Missouri Pacific et al., elsewhere in this issue, in which thef 60,000 
ten active commissioners divided equally and Commissioner 
Eastman found it necessary to participate in the disposition of 
the case. Commissioner Brainerd wrote a dissent for himself F ; 
Commissioner Mahaffie’s dissent was concurred in by Commis !¢2?5 
sioners Lee and Miller and Commissioner Tate noted a dissent, fa 
Bitumastic Enamel Orleat 
No. 25328, Panhandle-Eastern Pipe Line Co. vs. Alton et al,mapplic 
By division 3. Dismissed. Following Wailes Dove-Hermiston— 14 ce! 
Corporation vs. A. & B., 192 I. C. C. 509, fifth class rates found fourth 
applicable on bitumastic enamel, in straight carloads, from Eastf the li 
St. Louis, Ill., to destinations in Missouri and Indiana. Applic. gj intern 
able rates not shown to have been unreasonable in the past but 
following the case mentioned rates found unreasonable for the N 
future to the extent that they might exceed the rates prescribed ii 
in that case. Following Hill, Hubbell & Co. vs. A. & S., 15g 2Y “ 
I. C. C. 361, fifth class rates found applicable on bitumastic solu. egy 
tion, in straight carloads or mixed carloads with bitumastic sig ~ 
enamel. Applicable rates not shown to have been or to be un. a 
reasonable. Rates, bitumastic coupling coating, in straight car. se 
loads, or in mixed carloads with bitumastic enamel and bitu- ao 
mastic solution, not shown to have been or to be inapplicable ~* “ 
or unreasonable. pared 
Nitrate of Soda oy 
No. 25329, Atmospheric Nitrogen Corporation vs. N. & W. ? 
et al., a sub number, Same vs. N. & W. et al., No. 25427, Peerless. 
Union Explosives Corporation vs. B. & O. et al., and No. 26144, 
Atmospheric Nitrogen Corporation vs. N. & W. et al. No. 25427 
dismissed. Rates, imported nitrate of soda, in bags, carloads, N 
from Baltimore, Md., Camden, N. J., and New York, N. Y., tof py g 
North LeRoy, N. Y., not unreasonable. Rates, nitrate of soda whea 
Hopewell, Va., assailed in No. 25329, and the sub number there §} Tenn. 
under, and No. 26144, unreasonable to the extent that rates to 1930, 
destinations embraced in No. 25329 (shown in an appendix, not 
herein reproduced), and in No. 26144, except to North Le Roy, 
exceeded rates of 29.5 cents and to the extent that rates tof} No. 
destinations embraced in No. 25329, sub number 1, also named in § and < 
the appendix, and to North LeRoy exceeded rates therein indi- amine 
cated as “south” except that to destinations to which the rates § son, | 
sought in the sub number and to North Le Roy are less than |§ they 
rates prescribed in No. 15912, Ohio Farm Bureau Federation Vs. § point: 
A. & W., 146 I. C. C. 419, for the respective distances traversed, ff} as T 
the rates assailed were unreasonable to the extent they exceeded §) Coacl 
those prescribed in No. 15912 for like distances. Some of the & point: 
“sought” rates from Hopewell were 20.5 cents to East Falls, Wats: 
Pa., 19.5 cents to Freehold, N. J., and 21.5 cents to Bridge & imum 
town, N. J. Shipments involved in the cases moved between 
May, 1929, and December, 1931, both inclusive, from Hopewell 
to destinations in Maryland, New Jersey, New York, Pennsyl: y 
vania, and West Virginia. Rates were alleged to be unreasonable By E 
and unduly to prefer competitors at New York, N. Y., Baltimore, produ 
Md., Camden, N. J., and Philadelphia. Reparation only was 24 |! 
sought. Commissioner Aitchison, concurring, disagreed with J cents 
his colleagues on the basis for reparation. A 
Green Beans 
No. 25548, J. Hamburger Co., Inc., et al. vs. A. C. L. et al. 
By division 3. Rates charged, green beans, in seven-eighths N 
bushel packages, carloads, points in Florida to New York, N. Y. & S. 
Jersey City and Newark, N. J., and Philadelphia, Pa., inapplicable — 
on shipments made in 1928 and 1929. Applicable charges found jm 2°tWé 
to have been those which would have accrued at third class Oklal 
rates on shipments which moved prior to April 30, 1928, and m™ ™@PP 
fourth class on shipments that moved on and after that date, 
minimum 20,000 pounds, the weight to be based upon an esti » 
mated weight of 33 pounds to the package. Reparation awarded. By E 
Commissioner Lee dissented, saying that he was not satisfied in off 
that the evidence justified the finding that the rates were B® macy 
applicable. alles 
Brick Minimum were 
I. and S. No. 3892, carload minimum weight on brick in the 
south. By division 3. Proposed changes in minimum carload | 
weight provisions applying on common brick from, to and be N 
tween points in southern territory, not justified. Suspended § of th: 
schedules ordered to be cancelled and minimum weight provi .- 
S. 


sions prescribed, effective not later than April 19. A minimum 
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of 80,000 pounds was proposed to alternate with a provision for 
a weight less than when a car was furnished for the convenience 
of the carrier with a lesser capacity, but in no instance less 
than 60,000 pounds. The Commission prescribed a weight of 
60,000 pounds subject to the provisos that if loaded to full visible 
capacity actual weight would apply; that in no case should the 
weight charged for exceed 110 per cent of the marked capacity 
of the car used, unless the actual weight was greater; and that 
where the carrier furnished a larger car than ordered, the 
minimum should be the marked capacity, but not less than 
60,000 pounds, subject to the other provisos enumerated. 


Petroleum 


Fourth section application No. 14839, petroleum, New Or- 
leans group to Mobile. By division 2. Carriers represented by 
J. E. Tilford, authorized, in fourth section order No. 11454, to 
establish rate, gasoline and kerosene, in tank cars from New 
Orleans-Baton Rouge group to Mobile, over routes shown in the 
application, except routes via Jackson and Newton, Miss., of 
14 cents without regard to the long and short haul part of the 
fourth section, subject to the lowest combination limitation and 


Sthe limitation that the rate shall not be increased to and from 


intermediate points, except as authorized by the Commission. 


Liquefied Chlorine 


No. 25777, J. T. Baker Chemical Co. vs. Lehigh Valley et al. 
By division 3. Rate charged, liquefied chlorine, in tank cars, 
Wyandotte, Mich., to Phillipsburg, N. J., applicable. Applicable 
rate, 59 cents, unreasonable to the extent it exceeded 53 cents. 
Reparation awarded. Commissioner Lee dissented from the 
award of reparation, the carriers having voluntarily revised 
their rates from Wyandotte, on account of the decision of the 
Mathieson Case, 174 I. C. C. 494, 179 I. C. C. 667, involving only 
rates from Niagara Falls. There was and could be no valid 
claim, he said, that such action vested in complainant any 
right to the new rates on any particular date, 


PROPOSED REPORTS 


Wheat Flour and Mixed Feeds 


No. 25620, Rea-Patterson Milling Co. vs. St. L.-S. F. et al. 
By Examiner Harold M, Brown. Dismissal proposed. Rates, 
wheat flour and mixed feeds, less than carloads, Memphis, 
Tenn., to points in Alabama on shipments since October 19, 
1930, not shown to have been unreasonable. 


Vegetable Hampers 


No. 25626, Ashby Veneer & Lumber Co., Inc., vs. I. C. et al., 
and a sub number, Same vs. Southern Pacific et al. By Ex- 
aminer C. W. Griffin. Rates, vegetable hampers, carloads, Jack- 
son, Tenn., to points in California, unreasonable to the extent 
they exceeded or may exceed rates specified to the following 
points as representative: To points in southern California, such 
as Turn, Brawley, Bernice, Blythe, Thermal, Indio, Calipatria, 
Coachilla, and Calexico, $1.38; to Los Angeles, Bakersfield and 
points in the vicinity thereof, $1.50; and to Carpinteria, Salinas, 
Watsonville Junction, Watsonville and Stockton, $1.62, min- 
imum 30,000 pounds. Reparation proposed. 


Refined Petroleum Products 


No. 26129, Cities Service Oil Co. vs. A. T. & S. F. et al. 
By Examiner Leland F. James. Rates charged, refined petroleum 
products, Ponca City, Okla., and Gainesville, Tex., to Lexington 
and Liberty, Mo., unreasonable to the extent they exceeded 29 
cents from Ponca City and 32 cents from Gainesville, subject- 
to a 1 cent emergency charge on shipments which moved on 
or after January 4, 1932." Reparation of $64.35 proposed. 


Barrel Cap Covers 


No. 25977, American Flange & Manufacturing Co. vs. A. T. 
& S. F. et al. By Examiner L. H. Dishman. Dismissal pro- 
posed. Rates and ratings, barrel cap covers, less than carloads, 
between points in Illinois and destinations in Pennsylvania, 
Oklahoma, Ohio, Louisiana and Texas, not unreasonable or 
Imapplicable. New rates and reparation were sought. 


Bread-Slicing Machines 
No. 26126, Gellman Manufacturing Co. vs. A. T. & S. F. et al. 
By Examiner Carl A. Schlager. Dismissal proposed. Ratings 
I Official, southern, and western classifications for bread-slicing 
Machines, less than carloads, not unreasonable. The complaint 
alleged that the first class ratings in the three classifications 
were unreasonable to the extent they exceeded second class. 


Wool 


No. 26050, Herman Reel Co. vs. Canada Atlantic Transit Co. 
of the United States et al., and a sub-number, Same vs. C. B. & 
By Examiner R. G. Taylor. Rates, wool, in the grease, car- 
loads. Milwaukee and Spring Valley, Wis., St. Joseph, Mo., and 
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Topeka, Atchison and Fort Scott, Kan., moving over lake-rail 
or rail-lake-rail routes to destinations in Massachusetts, Rhode 
Island and Pennsylvania proposed to be found to have been 
inapplicable in part and unreasonable. The examiner said the 
Commission should find that the applicable rates on com- 
plainant’s lake-rail shipments from Milwaukee were 92.5 cents 
to Boston, Barre Plains, and Lawrence, Mass., and Providence, 
R. I., and 85.5 cents to Chester and Philadelphia, Pa.; that the 
applicable rates on complainant’s rail-lake-rail shipments from 
St. Joseph, Topeka, Atchison and Fort Scott, Kan., to Boston 
were 130 cents; from St. Joseph to Philadelphia, 124 cents, and 
from Spring Valley to Boston, 105 cents. The examiner said 
that upon shipments not barred by the statutes the defendant 
should promptly refund any charges collected in excess of the 
charges which would have accrued on basis proposed to be found 
to have been applicable. The Commission, the examiner said, 
should further find, following Boston Wool Trade Association 
vs. A. & W., 172 I. C. C. 458, and 185 I. C. C. 365, that the 
applicable lake-rail rates from Milwaukee were unreasonable 
to the extent they exceeded 55 per cent of the first class rates 
prescribed in the Eastern Class Rate Investigation, 164 I. C. C. 
314, subject to the established differentials over lake routes, 
minimum 24,000 pounds, subject to Rule 34, and that the ap- 
plicable rail-lake-rail rates from St. Joseph, Topeka, Atchison, 
Fort Scott, and Spring Valley were unreasonable to the extent 
they exceeded rates 5 per cent higher than 55 per cent of the 
first class rates prescribed in Western Trunk Line Class Rates, 
164 I. C. C. 1, minimum 24,000 pounds, subject to Rule 34. 
Reparation proposed. 


Live Poultry 
No. 25895, Risser & Rabinowitz, Inc., vs. A. C. L. et al. By 
Examiner Charles A. Rice. Dismissal proposed. Rates, live 


poultry, carloads, points in South Carolina to Philadelphia, Pa., 
diverted in transit to 60th Street, New York, N. Y., not un- 
reasonable in the past. The examiner said that on this record 
the Commission had no power to prescribe lower rates for the 
future. The examiner said that if the Commission were to com- 
pel the defendants to establish rates equivalent to 70 per cent 
of the first class rates on this traffic it would in effect require 
the New York Central to open its 60th Street terminal for the 
use of competing carriers in instances where the New York Cen- 
tral did not obtain a line-haul movement. Combinations were 
applied on traffic diverted to the 60th Street terminal of the 
New York Central after being brought to the metropolitan area 
by lines from the south. Reparation was sought in this case 
to a basis of rates equal to the factors to 130th street with 
waiver of outstanding undercharges. 


Imported China Clay 
No. 25970, W. A. Case & Son Manufacturing Co. vs. B. & O. 
et al. By Examiner John J. Crowley. Dismissal proposed. 
Rates, imported china clay, Philadelphia, Pa., and Norfolk Yard, 
Va., to Robinson, Ill., not unreasonable. The traffic moved 
between May 8, 1931, and July 15, 1933. 


Cattle 


No. 25430, California Live Stock Commission Co. et al. vs. 
A. T. & S. F. et al. By Examiner P. F. Mackey. Dismissal pro- 
posed. Rates, cattle, points in New Mexico, Texas and Okla- 
homa to destinations in Arizona, California, and New Mexico 
not shown to have been unreasonable. The evidence, the ex- 
aminer said, related only to rates on fat cattle and feeder cattle 
from New Mexico and Texas to Los Angeles, Calif. 


Wheat and Corn 


No. 25792, Lindsborg Milling & Elevator Co., Inc., vs. M. P. 
et al. By Examiner Paul A. Colvin. Dismissal proposed. Rates, 
wheat and corn, and products thereof, Hallville, Lindsborg, Free- 
mount, and Hilton, Kan., to Kansas City, Mo., not unreasonable 
or unduly prejudicial. The examiner said the proposed finding 
should be without prejudice to conclusions that might be reached 
in Grain and Grain Products, 164 I. C. C. 619, 173 I. C. C. 511, 
the Hoch-Smith grain proceeding, now pending. 


LOS ANGELES TERMINAL SERVICE 


An extension for three years beyond April 15, 1934, of the 
unified operation of terminal services at Los Angeles, Calif., 
has been recommended by Examiner M. S. Jameson in Finance 
No. 6878, unified operation of railroad facilities at Los Angeles 
harbor, upon further hearing. Application for a continuance 
of the unified operation was made by the Southern Pacific, 
Santa Fe, the Los Angeles & Salt Lake, the Pacific Electric and 
the city of Los Angeles, acting through its Board of Harbor 
Commissioners. They asked for a continuance in force of the 
certificate and order of division 4, issued on March 16, 1929, 
in the prior report, 150 I. C. C. 649. The carriers asked for an 
indefinite extension of their contract for the pooling of freight 
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and division of earnings. No changes in the limits of the 
zone of operation or in the rate structure were proposed. The 
present arrangement, if extension is not made, will lapse on 
April 15, under the terms of the certificate and order issued 
at the time the first report was made. 

Objections to the carrier proposal were made by the Texas 
Co., the Republic Supply Co., and the Wilmington, Calif., Cham- 
ber of Commerce. They operate outside the switching zone of 
the Harbor Belt railroad. The examiner said that while not 
emphasizing their evident dissatisfaction with the alleged dom- 
inance of the Southern Pacific in the unified operation, they 
insisted that the zone be extended northerly from Anaheim 
street to Reyes street, particularly east of Le Convreur street 
and extending to the boundary line between Los Angeles and 
Long Beach. That, the examiner said, would have the effect of 
enlarging the zone in a northeasterly direction. 

The evidence of the protestants, Examiner Jameson said, 
was insufficient to justify a comprehensive change in the plan 
and agreement at this time. With the development of the 
Santa Fe and city trackage through the Thenard district, a dif- 
ferent situation might arise, although the record afforded no 
means of predicting the completion or extent of this construc- 
tion. To provide for any future changes in conditions as they 
occurred, he said, no action should be taken at this time which 
would permanently fix the present switching limits. Extension 
for three years, the examiner added, would afford opportunity 
for ancillary proceeding and the intervention of any party in- 
terested in a modification of the plan. Application for a further 
extension, he said, should be filed within two years from the 
date of the certificate that might be issued herein. 


L. & N. E. ABANDONMENT 


The Commission, by division 4, in Finance No. 10137, Le- 
high & New England Railroad Co. abandonment, has authorized 
the applicant to abandon the Lake branch, something less than 
a mile long, extending from its Saylorsburg branch to Lake 
Poponoming, all in Monroe county, Pa. The branch was built 
to provide transportation for ice and lumber industries in the 
territory around the lake, and to haul excursionists to and 
from the lake. One ice plant is the only shipper, and the last 
shipment of ice was made in March, 1932. No lumber has been 
hauled since 1927. 


NEW HAVEN BONDS 


The Commission, division 4, in Finance No. 9483, New York, 
New Haven & Hartford Railroad Co. bonds, has modified its 
order of July 8, 1932, 187 I. C. C. 29, so as to permit the applicant 
to pledge and repledge, from time to time, to and including 
June 30, 1936, at the ratio prescribed in that order, all or any 
part of $25,516,000 of first and refunding mortgage 6 per cent 
gold bonds, series of 1932, as collateral security for any note or 
notes issued or which may be issued within the limitations of 
section 20a(9) of the interstate commerce act. 


VICKSBURG BRIDGE PLAN REJECTED 


For the second time, the Commission, by division 4, in reports 
in Finance No. 10134, Vicksburg Bridge & Terminal Company 
proposed operation, and Finance No. 10132, Vicksburg Bridge & 
Terminal Company reconstruction loan, has refused approval of 
the applicant’s proposals with respect to operation of a railroad 
across the Mississippi River from Vicksburg, Miss., to Delta, La., 
and a loan from the Reconstruction Finance Corporation. 

In Finance No, 10134, the applicant asked for a certificate to 
operate between Vicksburg and Delta over a bridge owned by it. 
The Yazoo & Mississippi Valley Railroad Company has been using 
the tracks on the bridge under a 50-year lease. Under the 
proposals herein, said the Commission, there would be no change 
in rail service, the only difference being that instead of operat- 
ing the bridge company’s railroad under a lease agreement, 
the Y. & M. V. would operate it as agent for the bridge company. 
It said the president of the bridge company testified, in effect, 
that the desire to put the company under the jurisdiction of the 
Commission was to save it, by placing it in a position to obtain 
funds from the R, F. C., which it could not do unless it had 
the status of a common carrier. The Commission adhered to its 
previous ruling that the evidence did not justify issuing the 
certificate prayed for. 

In Finance No. 10132, the Commission denied approval of a 
loan of $3,250,000 to the Vicksburg Bridge & Terminal Company 
by the R. F. C. The applicant proposed to use $3,000,000 of the 
loan to purchase and retire its entire issue of $7,000,000 of un- 
matured funded debt, and the remaining $250,000 to construct a 
permanent steel trestle replacing a timber trestle. The action 
taken by the Commission in refusing in Finance No. 10134 to 
issue a certificate authorizing the applicant to operate a railroad 
over the bridge to give it common carrier status, it was pointed 
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out, left the applicant a non-carrier, not eligible for a loan from 
the R. F. C. The previous reports are in Vicksburg Bridge & 
Terminal Company proposed operation, 189 I. C. C. 478, and 
Vicksburg Bridge & Terminal Company reconstruction loan, 189 
1. ©. ©. ‘O85. 


FINANCE APPLICATIONS 


Finance No. 10269. Amended and supplemental application of Le. 
high Valley Railroad Co. for authority to pledge its equity in bonds 
over and above that required by the Railroad Credit Corporation for 
loan made by it, to the PWA for additional security for loan of $2,- 
000,000 heretofore applied for. 


UNCONTESTED FINANCE CASES 


Report and order in F. D. No. 10279, authorizing the St. Louis 
Southwestern Railway Company to pledge its equity in not ex- 
ceeding $23,903,000 of general and refunding mortgages 5 per cent 
gold bonds, series A, and $474,000 of Southern Illinois & Missouri 
Bridge Company 4 per cent first mortgage bonds as collateral se- 
curity for not exceeding $1,727,525.64 of notes issued to the Railroad 
Credit Corporation, approved. 

Report and certificate in F. D. No. 10159, permitting the St. 
Louis-San Francisco Railway Company, the trustees of its proper- 
ties, to abandon part of a branch line of railroad of said company in 
Clay county, Ark., approved. 

Report and certificate in F. D. No. 10160, permitting the St. Luois- 
San Francisco Railway Company and the trustees of its properties to 
abandon certain parts of a branch line of railroad of said company 
in Pemiscot and New Madrid counties, Mo., approved. 

Report and order in F. D. No. 10241, granting authority to the Old 
Colony Railroad Company to issue not exceeding $600,000 of first 
mortgage gold bonds, series E, to provide in part for the applicant’s 
indebtedness to the New York, New Haven & Hartford Railroad Com- 
pany for advences made for capital expenditures, said bonds to be 
pledged and repledged as collateral security for short-term notes, 
approved. 

Report and certificate in F. D. No. 10215, (1) permitting the Chi- 
cago, Milwaukee, St. Paul & Pacific Railroad Company to abandon a 
line of railroad, authorizing it to operate, under trackage rights, over 
a line of railroad of the Chicago, Burlington & Quincy Railroad Com- 
pany, and to construct a connecting track; (2) authorizing the Chi- 
cago, Burlington & Quincy Railroad Company to construct a connect- 
ing track; and (3) authorizing said companies to operate over said 
connecting tracks; all in Carroll County, Ill., approved. 

Report and certificate in D. No. 10196, permitting (a) the 
Southern Pacific Railroad Company and the South Pacific Coast 
Railway Company to abandon parts of a branch line of railroad in 
Santa Clara county, Calif., and (b) the Southern Pacific Company to 
abandon operation thereof, approved. 

Report and certificate in F. D. No. 10213, permitting the Chicago, 
Rock Island & Pacific Railway Company and the trustees of its 
properties to abandon a line of railroad of said company in Buchanan 
county, Mo., approved. 


PETITIONS FOR REHEARING, ETC. 


1. & S. 3715, Packing-house products eastbound from western trunk 
line points, and No. 25143, Swift & Co. et al vs. N. Y. C. et al. Re- 
spondents and defendants herein have filed a supplement to their pe- 
tition (dated December 16, 1933) to postpone order, to reopen for re- 
———_ to vacate and set aside report and order and to dismiss 
No. 25 ¥ 

No. 21095, Newsprint Paper Investigation. Lexington Board of 
Commerce, Lexington Herald, and the Lexington Leader ask for re- 
opening, and reconsideration on record as made of the rates pre- 
scribed from New York and New England mill points to Lexington, 


y. 
No. 21718, Hill Motor Car Co. vs. M. C. et al. and No. 24499, Hill 
Complainant asks the Commission to 
open this proceeding for the purpose of a reargument before full 
Commission and reconsideration of its decision. 

INo. 23094, Alabama Rock Asphalt, Inc., vs. A. & S. et al. Alabama 
Asphaltic Limestone Co., successor to Alabama Rock Asphalt, Inc., 
complainant, asks for reopening and further hearing. 

No. 24881, Carolina Shippers’ Association, Inc., et al. vs. Norfolk 
Southern et al. and No. 25441, Carolina Shippers’ Association, Inc., 
et al. vs. A. C. L. et al. Utilities Commission of the State of North 
Carolina (successors to State of North Carolina Corporation Com- 
mission), interveners, ask reopening of these proceedings for reargu- 
ment and reconsideration by the full Commission. 

l. & S. 3843, Coal from Indiana to Illinois, C. M. St. P. & P., 
respondent, ask for rehearing, reargument and reconsideration before 
entire Commission, and for an extension of effective date of order. 

No. 24881, Carolina Shippers’ Association, Inc., et al. vs. Nor- 
folk Southern et al. and No. 25441, Same vs. A. C. L. et al. Caro- 
lina Shippers’ Association, Inc.; Phillips & Co.; D. G. McCotter; 
Chas. F. Cowell; W. S. Carawan; J. A. Tingle; Tingle, Swan & Co.; 
Andrews & Knowles Produce Co., R. G. Abbott Co.; S. L. Warren; 
and H. G. Walker, complainants herein, ask for reopening of these 
proceedings for reargument and reconsideration by the Commission. 

1. & S. 3511, Coke between points in C. F. A. and Illinois terri- 
tories, and cases decided therewith. C. & O., respondent and de- 
fendant in these proceedings, asks modification of order of June 30, 
1933, by the elimination from the provisions thereof of the requirement 
of publishing rates on coke, in carloads, from Chicago, IN., via the 
C. & O., to destinations in Indiana, Kentucky, Michigan, Missouri 
and Ohio. 

No. 13413, Sub. 35, Automatic train-control devices. P. & lL. E. 
asks vacation of orders of June 13, 1922, and January 14, 1924, in so 
far as they hereafter require the maintenance and operation of auto- 
matic train-control devices on its railroad and locomotives. 

No. 22020, Iola Cement Mills Traffic Association et al. vs, A. T. 
& S. F. et al. Defendant carriers ask modification of order of No- 
vember 17, 1933, and postponement of effective date thereof . 


ADDED TO TRUSTEE PANEL 
The Commission, in Ex Parte No. 111, has added the name 
of Harry R. Kurrie, Chicago, Ill., to the panel of standing 
trustees, eligible for appointment in cases where a railroad 
or railroads petition for reorganization under section 77 of the 
bankruptcy act. 
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January 18, 1934 


LOANS TO RAILROADS 


A loan of $500,000 has been approved by the PWA to the 
Lehigh Valley Railroad Co. The money is to be used for the 
acquisition of five new locomotives. Four per cent equipment 
trust notes, with interest to begin running in the second year of 
the loan, are to be given as security. 

A loan of $40,000 has been allotted to the Midland Con- 
tinental Railroad Co. by the PWA. The money is to be used 
in the purchase of a locomotive which is to cost $55,000. The 
company will finance the remainder of the purchase with its 
own funds. Four per cent equipment trust notes, with interest 
beginning in the second year of the loan, are to be the security. 

At a press conference held by Secretary Ickes on January 
11, Col. H. M. Waite, in charge of the railroad part of the 
PWA, said that contracts could not yet be signed by the rail- 
roads for the purchase of cars because the car builders had not 
signed their code. He said that one railroad had asked post- 
ponement of bids for furnishing 35,000 cars. He did not give 
the name of the railroad. 

“That’s the kind of help we get on the recovery program,” 
said Secretary Ickes by way of comment on what Waite had 
said. “When it comes to ‘individual initiative’ we (the PWA) 
beat them right along on expedition of business.” 

Including the two allotments announced, PWA has allotted 
a total of $212,607,000 for loans to railroads to be used for pur- 
chase of rail, electrification work, purchase of new equipment 
and repairing old equipment, and for maintenance work on 
rights of way and structures. 

In Finance No. 10297, the Pennsylvania Railroad Co., in 
connection with the PWA loan of $77,000,000 to it, asked the 
Commission for authority to issue and sell to the United States 
or its nominee $45,000,000 of 30-year secured 4 per cent serial 
bonds and to pledge stocks and bonds as collateral therefor, and 
to assume obligation and liability, as guarantor, in respect of 
not exceeding $32,000,000 of 4 per cent equipment trust cer- 
tificates to be issued and sold to the United States or its 
nominee. 

In Finanee No. 10267, Lehigh Valley Railroad Co. public 
works improvement, the Commission, by division 4, has aproved 
the application of the carrier mentioned for a loan from the 
Public Works Administration for maintenance work consisting 
of repairs to and rebuilding of engines and cars, the whole 
estimated to cost $2,199,999 to finance which the company has 
applied for a loan of $2,000,000 from the PWA. The carrier 
has also applied to the Commission for permission to issue 
notes for the $2,000,000. Action on that, says this report, is 
being deferred pending completion of negotiations with the PWA. 

The Commission, by division 4, in Finance No. 10261, Erie 
Railroad Co. public works improvement, has approved a plan 
submitted ‘by the Erie looking to the acquisition of 2,500 fifty- 
ton self-clearing hopper cars, 500 plain fifty-ton box cars, 500 
40-foot forty-ton automobile cars, 100 50-foot furniture cars, 50 
covered hopper cars and 125 40-foot 70-ton flat cars, to cost 
about $9,057,250; and passenger coaches and mail cars, costing 
about $2,788,500, a total of $11,845,750, which:the applicant pro- 
poses to finance by obtaining PWA funds. 


The Commission, by division 4, in Finance No. 9358, Boston 
& Maine Railroad reconstruction loan, has denied the applica- 
tion of that road for a modification of the report and order in 
this case, 187 I. C. C. 285, so as to permit the R. F. C. to release 
$1,250,000 of Boston & Maine bonds from a present pledge for a 
R. F. C. loan so that the applicant may pledge them for a PWA 
loan of about $1,100,000, the proceeds of which would be used 
in making repairs and improvements in locomotives, cars, sta- 
tions and other structures such as may be made economically in 
the winter months. The work in contemplation, it was esti- 
mated, would furnish directe employment in amounts totaling 
464,571 man-hours of labor, costing $332,911 and materials cost- 
ing $720,224. 

Denial was made not account of any fear about the adequacy 
of the security but because the Commission thought it seemed 
much the sounder course to preserve intact the collaterial orig- 
Inally pledged as security unless its value reached a relatively 
higher level considerably above that as of the time it was 
pledged. In this instance the Commission said it was the more 
reluctant to consent to a release of collateral in view of the 
fact that the petitioner had in its treasury, or was in position 
to put in its treasury, a considerable amount of bonds suitable 
for pledging. In addition, it said, the petitioner’s equity in 
bonds pledged to secure the reconstruction loan appeared to be 
available for pledge as security for public works or other loans. 

The Boston & Maine asked the Commission to modify its 
report and certificate so as to release bonds to the amount 
mentioned now pledged to secure an R. F. C. loan totaling 
$7,569,437. Originally it asked for $2,430,563 more than it has 
drawn from that source and has withdrawn its application for 
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that amount. The loan is now secured by the pledge of $11,- 
450,000 of the petition’s 6 per cent general mortgage bonds due 
in 1962, and $2,000,000 of its general mortgage 5 per cent bonds, 
due in 1952. The Commission said the bonds today were prob- 
ably better value as collateral than when the loan was made. 
But it said it was necessary for the R. F. C. at all times until 
the loan was paid to have adequate security therefor. 

The Commission called attention to the fact that the Boston 
& Maine had $1,880,000 of bonds authorized but not yet issued. 

Approval has been given by the Commission, division 4, 
in Finance No. 10280, New York, New Haven & Hartford Rail- 
road Co. public works improvement, to a PWA loan of $3,500,000 
for the improvement and maintenance of equipment. It is 
proposed to spend $3,000,000 on New Haven passenger equip- 
ment and $500,000 for New York, Westchester & Boston equip- 
ment, part of the improvement to be the installation of air-con- 
ditioning equipment in passenger coaches. 

In Finance No. 10271, Wabash Railway Co. receivers’ public 
works improvement, the Commission, division 4, has approved 
a PWA loan to the receivers of the Wabash of $1,489,803 to be 
used in buying of new rail, track fastenings and converting 
equipment into other forms, as for instance, 500 automobile 
cars into standard ‘steel side box cars and cafe chair cars into 
cafe parlor cars, and things of that sort. 

An allotment of $3,637,500 to the Pennsylvania Railroad for 
financing the purchase of 100,000 tons of steel rails recently 
ordered by the company has been made by the Public Works 
Administration. 

Extension of the life of the Reconstruction Finance Cor- 
poration beyond January 22, with power to make further loans 
to qualified borrowers, was provided for in proposed legisla- 
tion under consideration in Congress this week. An estimate of 
$75,000,000 that may be needed for loans to railroads this year 
has been made by the corporation. 

The corporation, in a report to Congress covering the period 
beginning February 2, 1932, when it came into being, and ending 
December 31, 1933, said that $337,079,621.89 in loans to railroads 
were outstanding as of the latter date. Repayment in railroad 
loans had totaled $57,014,636.60. Collateral held by the cor- 
poration for the railroad loans had an aggregate market or 
appraised value of $533,995,965. 

The status of loans to railroads and railroad receivers made 
by it, as of December 31, 1933, was reviewed as follows in a 
statement issued by the Reconstruction Finance Corporation: 


Authorized (125 loans to 67 railroads)..............+..+.+-$411,845,678.00 
Campeled GE WIE RWEs oc oes ccceievcccrcvccececscceesenes 4,083,532.06 


$407,762,145.94 





$394,094,258.49 
57,014, 636.60 


$337,079,621.89 


Disbursed 
Repaid (five roads paid in full, $44,184,298.94)........... 


Ageregate market or appraised value of all collateral. . .$533,995,965.00 
While all railroad loans were authorized by the Interstate Com- 
merce Commission and the collateral certified as fully and adequately 
securing the loans, there appears to be at this time a deficiency in the 
present market or appraised value of collateral securing loans to 14 
roads. 
Two roads, the Central of Georgia and the Chicago, North Shore 
& Milwaukee, have gone into receivership, and four roads, the Mis- 
souri Pacific, St. Louis & San Francisco, Chicago & Eastern Illinois 
and Chicago, Rock Island & Pacific, have gone into bankruptcy since 
the loans were made. These appear to be inadequately secured at 
this time. ’ 

Also, the collateral securing loans to eight other carriers appears 
somewhat defficient on the basis of present marked and estimated 
value of collateral not readily marketable. 

Our Railroad Division estimates the total deficiency of the 14 
roads involved to be a little less than $30,000,000. 


COMMISSION ORDERS 


1. & S. 3130, Part 11, Southwestern Rates, stone, and related cases. 
Petition of southeastern stone interests for rehearing denied. 

& S. 3842, Mileage allowances on private refrigerator cars. Pro- 
ceeding is reopened for further hearing, and assigned for further 
hearing January 27, 10 a. m., standard time, at Hotel Sherman, Chi- 
cago, Ill., before Examiner’ Haden. 

(No. 21424 and Sub. 1 and 2, Shafton Co. et al. vs. F. E. C. et al. 
and No. 22228, Frank Biggio & Son vs. F. E. C. et al. Application of 
complainants for issuance of subponea duces tecum upon the Southern 
Weighing & Inspection Bureau, I. G. Markey, Agent, or, in his place, 
some other person with and from the Southern Weighing & Inspec- 
tion Bureau, for the production of all books, papers, records and 
documents that can or may afford any information or evidence with 
respect to the average or actual weight of various kinds of vegeta- 
bles shipped from Florida, denied. : 

No. 22079, Litovich Brothers, Inc., vs. B. S. L. & W. et al. Order 
entered herein on October 25, 1930, is vacated and set aside. 

No. 23826, Public Utilities Commission of State of Idaho et al. 
vs. O. S. L. et al. Complainants’ petitions for rehearing in respect 
< ~ findings that the rates were not unreasonable in the past 

enied. 

No. 23922 and Sub. 1, Siemer Milling Co. et al. vs. Pennsylvania 
et al. and No. 24346, Decatur Malleable Iron Co., Inc., vs. C. M. St. 
P. & P. et al. Supplemental petition of complainants for reopening 
and rehearing or reargument or reconsideration with respect to their 
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¥ 
right to a finding of unreasonableness and an award of reparation 
denied. 

No. 23972, R. W. Burch, Inc., et al. vs. Railway Express Agency, 
Inc., et al. and cases grouped therewith. Effective dates of orders 
entered herein extended to February 5, 1934. 

No. 24945, Muscle Shoals White Lime Co. vs. A. G. S. et al. Pe- 
tition of complainant for rehearing, or reconsideration by entire Com- 
mission or by Division 3 solely with respect to reparation denied. 

No. 24957, and Sub. 1, Christian Feigenspan vs. D. & H. et al. 
Proceedings reopened for reconsideration. 

No. 25023 and Sub. 1, Sullivan-Hayes Coal Co., Inc., vs. N. Y. N 
H. & H. et al. Petition of complainant for reargument and recon- 
sideration denied. 

No. 25089, L. & N. vs. C. N. O. & T. P. Proceeding reopened for 
reargument and reconsideration. ~— 

No. 25101 and Sub. 1, Elk Oil Co. et al vs. A. G. S. et al. Petition 
of L. & N., a defendant, for reopening and reconsideration by whole 
Commission denied. 

No. 25394, Southern Ruralist Co., Inc., vs. C. of Ga. et al. 
ceeding reopened for reconsideration on record as made. 

No, 25484, Wisconsin Waste & Wiper Co. vs. C. & N. W. et al. 
Petition of complainant for rehearing denied. 

No. 26099, Sub. 2, Carpenter, J. E., et al. vs. Alton et al. Pontiac 
Motor Co., formerly Oakland Motor Car Co., permitted to intervene. 

No. 26260, St. Joseph Lead Co. et al. vs. B. & O. et al. Missis- 
sippi Lime & Material Co., and Illinois Commerce Commission per- 
mitted to intervene. 

No. 26273, Lane Lumber Co. et al. vs. A. & S. et al. 
Traffic Bureau permitted to intervene. 

No. 26276, Chamber of Commerce, El] Dorado, Ark., vs. C. R. I. 
& P. et al. Sinclair Refining Co., Pan American Petroleum Cor- 
poration, Mexican Petroleum Corporation of La., Inc., Stanolind Oil 
& Gas Co., Spur Distributing Co., and Gulf Refining Co., permitted 
to intervene. 

No, 26281, A. M. Christenson et al. vs. A. T. & S. F. et al. Shell 
Petroleum Corporation permitted to intervene. 

Finance No. 7956, Ozark & Philpott Valley construction. Time 
prescribed in said certificate, as extended, within which the O. & P. 
V. shall complete the construction of the line of railroad therein 
authorized, is further extended to January 1, 1935. 

Finance No, 9782, C. St. P. M. & O. abandonment. The order 
entered in this proceeding on November 6, 1933, in so far as it va- 
cates the certificate of public convenience and necessity issued Sep- 
tember 22, 1933, with respect to the operation of the line extending 
from Luverne to Ash Creek, Minn., is vacated and set aside; and 
this order shall take effect and be in force from and after February 
1, 1934, and that the certificate of public convenience and necessity 
issued September 22, 1933, be reinstated to take effect as to the aban- 
donment of that portion of the line between Luverne and Ash Creek, 
Minn., on February 1, 1934. 

1. & S. 3742, Lime from, to, and between points in the southwest, 
and |. & S. 3776, Lime, from, to and between points in the southwest. 
Petitions of respondents and protestants for reopening and rehearing 
or reconsideration. 

No. 24486, Galesburg Horse & Mule Co., Inc., et al. vs. A. C. & Y. 
et al. Order entered herein on October 21, 1933, which was by its 
terms made effective on or before February 2, 1934, is modified to 
become effective on February 19, 1934, upon not less than 30 days’ 
notice instead of February 2, 1934. 

Finance No. 9002, Application Santa Fe, 
Application dismissed. 

No. 23972, R. W. Burch, Ine., et al. vs. Railway Express Agency, 
Inc., et al., and cases grouped therewith. Petitions for reopening, 
reconsideration, and modification of the findings and orders filed on 
behalf of complainants and defendants denied. 


Pro- 


Illinois Coal 


San Juan & Northern. 


_ No. 26176, Dekle Lumber Co. et al. vs. A. & W. P. et al. Caro- 
lina Portland Cement Co. and Dawkins Building Supply Co. per- 


mitted to intervene. 

1. & S. 3843, Coal from Indiana to Illinois. Effective date of cor- 
rected order entered herein of November 8, 1933, is postponed from 
January 22, 1934, to February 22, 1934. 

No. 13359, Western Carbon Co. vs. C. B. & Q. et al. Order of 
December 2, 1922, is modified to extent of eliminating therefrom that 
portion of the order which requires its continuance until further order 
of the Commission, 

No. 23054, E. & A. Opler, Inc., vs. A. T. & S. F. et al. Order en- 
tered herein on October 10, 1933, is modified so that it will become 
effective on or before January 25, 1934, upon not less than 5 days’ 
instead of 30 days’ notice. 

No. 23809 and Sub. 1 and 2, Lake Charles Rice Milling Co. of 
Louisiana, Inc., vs. B. R. & C. et al. Order entered herein on October 
28, 1933, modified so that it will become effective on April 9, 1934, 
upon not less than 30 days’ notice instead of February 8, 1934. 

No, 25229, Finley & Co. vs. A. T. & S. F. et al. and No. 25243 and 
Sub, 1, W. H. Driggers et al. vs. A. T. & S. F. et al. Motion of com- 
plainants for reconsideration and modification overruled and petition 
of defendants for reconsideration by entire Commission denied. 

No. 26140, Red Star Milling Co. vs. A. & R. et al. Pillsbury Flour 
Mills Co. permitted to intervene. 

No. 26269, American Seed Trade Association vs. A. & R. et al. 
‘Albert Dickinson Co. permitted to intervene. 

No. 26309, Dow Chemical Co. vs. A. C. & Y. et al. 
Salt Manufacturing Co. permitted to intervene. 

No. 24924, Carpenter-Hiatt Sales Co. et al. vs. A. T. & S. F. et al. 
Proceeding reopened for oral argument, and effective date of order 
entered herein on October 16, postponed until further order of the 
Commission. 

No. 17006, The Upson Co. vs. A. & R. et al. 
reconsideration on the record as made. 

No. 23911, Rates on fertilizers and fertilizer materials within the 
state of Mississippi and within the state of Louisiana east of the 
Mississippi River. Petition of Illinois Central et al. for modification 
of the 13th section order herein to permit the establishment of re- 
duced rates on manufactured fertilizer, superphosphate and nitrate 
of soda within Mississippi in order to meet truck competition, denied. 

No. 26276, Chamber of Commerce, El Dorado, Ark., vs. C. R. I. & 
P. et al. The Pure Oil Co. permitted to intervene. 

1. & S. No. 3659, Potato rates in Western Trunk Line territory, 
and cases grouped therewith. Order heretofore entered herein dated 
July 26, 1933, and now effective in part on February 3, 1934, and in 


oh on April 4, 1934, is modified so as to become effective June 8, 


Pennsylvania 


‘ Proceeding reopened 
or 


CHANGE IN DOCKET 


Argument in No. 25686, Etheredge Guano Co. vs. A. C. L. R. R. 
et al., assigned for January 11, at’ Washington, D. C., was canceled. 
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SOUTHWESTERN FOURTH SECTION 


The Traffic World Washington Burcay 
Southwestern lines, according to reports coming to Wash. 


ington, are not sure, on account of what some of the traffic} 


officers in that part of the country deem the equivocal position 
of the Commission with regard to the fourth section, whether 
they are going up or going down or just turning somersaults, 
Rates prescribed by the Commission in an order, not a deci- 
sion, in Western Horse and Mule Rates, No. 12358, Texas Live. 
stock Shippers’ Protective League et al. vs. Director-General, 
and the cases joined with it (see Traffic World, December 30, 
p. 1164), No. 17000, part 13, Hoch-Smith salt, and cases joined 
with it (see Traffic World, December 30, p. 1158), constitute the 
immediate cause of the quandary in which the southwestern lines 
find themselves. 

The horse and mule rates are to be established not later than 
March 8 and the salt rates not later than April 1. Prior to the 
issuance of the order in the horse and mule case the carriers 
were under indirect compulsion to establish those rates not 
later than February 5 on account of the denial of fourth section 
relief effective on that date. 

The Commission did not point out what measure of fourth 
section relief the carriers might have under the orders requiring 
them to establish the rates. The southwestern lines, for a long 
time, have contended that when the Commission prescribed 
new rates it was obligatory on it to say how the fourth section 
was to be observed in the making of the rates found reasonable, 
They have contended that when the Commission made new 
rates and under its power to initiate rates, it was under obliga- 
tion to observe the fourth section just as the carriers are 
when they initiate rates. 

In the first decision in the horse and mule case, 93 I. C. C. 
479, the Commission prescribed rates, a formula for computing 
distances was laid down and carriers were commanded to 
establish rates “according as they participate in the transpor- 
tation.” Rates were established and fourth section relief was 
granted subject to circuity limitations was granted. 

But when, in the most recent report in the horse and 
mule case, the rates were put on a lower basis and the carriers 
were commanded to “establish and maintain” rates according 
as they participated in the transportation, nothing was said 
about fourth section relief in connection with the lower basis 
rates. The latest report came out just about the time the car- 
riers were ready to consider how they would meet the crisis 
as to rates resulting from the denial of fourth section relief as 
of February 5. In view of the order requiring the establishment 
of rates not later than March 8, the carriers have decided not 
to undertake any changes on February 5. They will leave in 
effect the rates established under the first report, treating 
them as rates that had been prescribed by the Commission. 

Some of the southwestern traffic men have been advocating 
either a suit in court to compel the Commission to assume the 
burden of taking care of fourth section situations created by 
their prescription of rates, or a concerted drive to have the law 
changed so as to get rid of the uncertainty in which the whole 
matter stands on account, as they contend, of the Commission’s 
failure to do its duty and to realize that it could not have been 
the intent of Congress to make the administration of the inter- 
state commerce act revolve around the fourth section. 

In view of the fact that the carriers have determined to 
continue the present rates as prescribed rates several ques- 
tions arise if the carriers attempt to cure fourth section prob- 
lems by applying the mileage scales to the actual distance of 
each route. One of the questions is: If a rate order does con- 
template that some routes which are longer than the short line 
(formula) distance shall establish and maintain rates based on 
short line distance, and if fourth section relief is granted to 
take care of the resultant departure from the rule of section 4 
of the act, would the rate orders be violated if actual distance 
were substituted for short line distance in determining the rate 
between two points in the event the fourth section relief order 
is canceled by the Commission for any reason it, may choose 
to give for its action? 


KANSAS CITY STATION CASE 


The Commission, in No. 15682, Missouri-Kansas-Texas Rail- 
road Co. vs. Kansas City Terminal Railway Co., has issued an 
order, not a report and order, requiring the Katy to pay com- 
pensation for the use it makes of the Kansas City terminal in 
accordance with its findings in that report, dated November 13, 
1953. The order requires the Katy to pay the terminal com- 
pany, the right to use, on and after July 1, 1929, the respond- 
ent’s terminals as required by the order of May 13, 1929, 
compensation on_the basis of the report of November 13, 1933. 
The order further says the petitioner’s proportion of use cov- 
ered by the order of May 13, 1929, shall be determined in the 
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same manner and by the same methods as were used by the 
respondent subsequent to July 1, 1929, under the terms of the 
operating agreement for determining the extent of the use and 
the proportion of operating expenses payable by each using 
line, including the petitioning Katy. A further direction is 
that the Katy’s continued right to use the terminal facilities 
shall be subject to the terminal company’s right to require 
monthly payment in advance, or that the monthly payment 
shall be adequately secured. 


REFRIGERATOR CAR ALLOWANCE 


On consideration of the record in I. and S. No. 3842, mileage 
allowances on private refrigerator cars, the Commission has 
reopened the case for further hearing, on January 27, at the 
Sherman Hotel, Chicago, before Examiner Haden. According 
to an announcement by the Commission the hearing will be 
for the purpose, among other things, of receiving evidence 
(a) as to the cost, (1) to the carriers and (2) to the owners 
of owning and operating said cars including the cost of pro- 
tective service afforded thereby, and (b) as to the compensa- 
tion received by the owners of said cars for their use and 
operation, including mileage payments by carriers or shippers, 
and compensation for protective service furnished. 

Examiner J. L. Rogers, on the testimony taken before Ex- 
aminer Disque, recommended that the Commission find not 
justified the proposal of the carriers to reduce the mileage al- 
lowance on a new type of refrigerator car produced by the 
North American Car Corporation from two cents to one cent 
a mile. The new car, which carries a refrigerating plant 
that can be operated by attaching a clutch to a car axle while 
the car is in motion or from a commercial electric circuit 
when it is not in motion, weighs more than the ordinary ice 
bunker refrigerator. Rogers pointed out insufficiencies in the 
record. The American Railway Association, in exceptions to 
the Rogers report, said that he made errors in facts and went 
outside of the record to make his report in favor of a finding 
of non-justification of the proposal. The scope of the hearing 
to be held by Examiner Haden indicates the points on which 
the Commission wants more light than the record now affords. 


LIVESTOCK DAMAGE DECISION 


The Supreme Court of the United States, January 8, in an 
opinion by Justice Butler in No. 200, Missouri Pacific Railroad 
Co., petitioner, vs. Hartley Bros., a copartnership, affirmed a 
judgment of the Supreme Court of Oklahoma sustaining an 
award of damages to Hartley Bros. for loss and damage in 
connection with shipments of livestock from points in Arkansas 
to Delaware, Okla. It was alleged some of the cattle were killed 
and some injured due to negligence of the carrier in handling 
the cars in which the shipments were made. 

Justice Butler said the shipments were made under uniform 
livestock contracts issued by the initial carriers. Plaintiffs did 
not sue until after the expiration of the time specified in the 
contracts for notice of filing of claims and they did not before 
suit give notice of or make any claim for the loss and damage 
sued for. 

Under the proviso in the Cummins amendment, the court 
held, which was incorporated in the contracts, notice of claim 
for any loss, damage or injury caused by carrier’s negligence 
was not required. 


PIPE LINE TRANSPORTATION TAX 


Reversing the judgments of both the district and the Cir- 
cuit Court of Appeals, the Supreme Court of the United States, 
on January 8, in No. 54, Acel C. Alexander, collector of internal 
revenue, vs. Cosden Pipe Line Co., on writ of certiorari to the 
Circuit Court of Appeal for the tenth circuit, has laid down 
the rule which should have been followed by the internal rev- 
enue collector in assessing and collecting the internal revenue 
tax on transportation of crude oil by pipe line provided in the 
revenue acts of 1917 and 1918. In this case the question was 
as to the tax to be collected on oil transported by the pipe line 
company for the proprietary interest, to Tulsa, Okla., for re- 
fining by Cosden & Co., the owner of the pipe line company’s 
stock. 

Justice Vandeventer, who delivered the opinion of the court, 
said that plainly both statutes disclosed an intent and purpose 
to lay the tax in question equally on all transportation of oil by 
pipe line and to prevent exceptional relations or conditions from 
effecting a departure from that standard. In the main, he said, 
both proceeded upon the assumption that usually carriers would 
charge and shippers would pay the customary commercial rate 
for the transportation, and therefore that the amount charged 
and paid would be, in most instances, a fair basis upon which 
to compute the tax. But, he said, neither statute stopped there. 
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Both recognized that there might be cases where the carrier, 
by reason of owning the oil or for other reasons, did not re- 
ceive the compensation which it would otherwise receive; and 
both provided for using the rates of other carriers for like serv- 
ices in computing the tax in such cases. 

In some instances no charge was made and in others varying 
charges. The case was sent back to the lower courts with 
directions to render judgments in conformity with the views ex- 
pressed, indicating that the tax was to be computed on the basis 
of rates that would have been charged by the pipe line for 
transportation on a commercial basis. 


REDUCED PASSENGER FARES 


A break away from the 3.6 cents a mile basis of first class 
passenger fares to which railroads in official territory have ad- 
hered, while railroads in the western and southern districts have 
been departing from it, was noted by sixth section permission 
men of the Commission’s staff when on January 11, the Norfolk 
& Western asked for an order permitting it to make effective, on 
short notice, but not before February 1, fares on the basis of 
two cents in coaches and three cents in parlor and sleeping cars 
over its whole system. The proposed rates are to be limited to 
May 31. 

The Norfolk & Western has had fares on the two and three 
cent basis from Norfolk, Va., to Bristol, Va.-Tenn., for some time. 
While that part of the road, for many purposes, is in official ter- 
ritory, in respect of passenger fares for local travel it is com- 
petitive with lines in southern territory, where passenger fares, 
to a large extent, are or are soon to be on the basis of 1.5 cents 
a mile in coaches and 3 cents in parlor and sleeping cars. 

The Commission, by division 2, has granted fourth section 
relief needed by the Atlantic Coast Line, the Georgia Central, 
Nashville, Chattanooga & St. Louis and the Louisville & Nash- 
ville to enable them to put into effect the approximately 1.5 
cents a mile passenger fares in coaches. Relief is granted in 
fourth section orders, not reports and orders. 

In fourth section order No. 11450, based on applications 
Nos. 15415 and 15416, relief is given to the N. C. & St. L. and 
the L. & N. 

In fourth section order No. 11446, based on application No. 
15408, relief is given to the A. C. L. 

In fourth section order No. 11447, based on application Nos. 
15391 and 15392 relief was granted to the Central of Georgia and 
the N. C. & St. L. 


OHIO COAL CASES 


A three judge court in the southern federal district of Ohio, 
eastern division, has dismissed applications for injunction in 
equity No. 1039, State of Ohio and Public Utilities Commission 
of Ohio vs. United States of America and Interstate Commerce 
Commission, and equity No. 1040, Wheeling & Lake Erie Rail- 
way Co. vs. Same. In those suits the state of Ohio and the 
Wheeling & Iake Erie asked the court to enjoin two orders 
of the Commission requiring the railroads to substitute rates 
on coal on tbe interstate level for rates made by the Ohio 
Commission and the railway company. Both orders were issued 
under section 13 of the interstate commerce act. The first of 
them, dated May 2, 1933, required the increase of Ohio intra- 
state rates on bituminous coal from mining districts in eastern 
and southern Ohio to destinations in northeastern Ohio to the 
interstate level. The second order, dated May 9, 1933, required 
the imposition of surcharges on coal in Ohio in accordance with 
the Commission’s decision in Fifteen Per Cent Case, 178 I. C. C. 
539, 179 I. C. C. 215, and 191 I. C. C. 361. The first order requir- 
ing the bringing of the rates to the interstate level was re- 
ported in 192 I. C. C. 418. 

The bills were dismissed in a per curiam opinion written 
by Circuit Judge Smith Hickenlooper a short time prior to his 
death. It was written pursuant to an arrangement had at a 
conference of the three judges at Cincinnati on December 2, 
1933. The opinion was found in Judge Hickenlooper’s files. It 
has been published as the opinion of the court, having been 
concurred in by District Judges Hough and Nevin. 

Only the order requiring the raising of the Ohio rates to 
the interstate level was dealt with by the court in its opinion. 
The surcharge case order was dropped because the surcharges 
were terminated on September 30. 

The Commission, the court said, based its decision both 
upon the ground that the intrastate rates caused unreasonable 
advantage, preference and prejudice as between persons and 
localities in intrastate commerce, on the one hand, and inter- 
state commerce, on the other, and upon the ground that such 
rates caused undue and unreasonable discrimination against in- 
terstate commerce as such. The court said that in a case of 
this sort, it was concerned only with the sufficiency of the 
evidence to support the fact finding by the Commission and the 
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sufficiency of the facts found to support the conclusions and 
the order entered. It found the record on both phases of the 
subject sufficient to support the orders. 

Dealing with a contention made in behalf of the intrastate 
carriers that they were justifid in lowering intrastate rates for 
competitive reasons, the court said, “we are inclined to the 
opinion that competition alone is insufficient justification for 
the destruction of the entire rate structure which has been set 
up by the Interstate Commerce Commission with all the various 
elements introduced by the transportation act in view.” 

“But whether this position be sound or not,” said the court, 
“we are quite firmly convinced that competition cannot be urged 
as a justification for the practice of one of the worst evils 
which the interstate commerce act and its amendment of 1920, 
the transportation act, were designed to end—the undue pref- 
erence and prejudice of discrimination.” 

The complainants in these cases have notified the Commis- 
sion of their intention to appeal them to the Supreme Court of 
the United States. 


FLOYDADA GATEWAY CASE 


Freighted with the opinion of the Circuit Court of Appeals 
for the fifth circuit that the emergency transportation act makes 
it impossible to close an existing through route without the 
consent of all the parties thereto, the question of whether the 
Santa Fe system can close the Floydada, Tex., gateway so as to 
prevent short-hauling of itself is on the way to the Supreme 
Court of the United States. The litigation in the Circuit Court 
of Appeals is No. 7157, Quanah, Acme & Pacific Railway Co., 
appellant, vs. Panhandle & Santa Fe Railway Co., appellee, an 
appeal from the federal court for the northern district of Texas. 
The appellee has asked for a rehearing. Such a petition is 
usually regarded as a step indicating intention to go to a higher 
court, in this instance, the Supreme Court of the United States, 
if a decision to which there is exception is not reversed. And 
if it is reversed, the other side may go up on appeal or writ of 
certiorari. 

The Quanah, Acme & Pacific is a subsidiary of the St. 
Louis-San Francisco and the Panhandle & Santa Fe a subsidiary 
of the Santa Fe. For some time the Santa Fe has been try- 
ing to close what is known as the Floydada gateway so as 
to retain specified sorts of traffic on system rails. Two or 
three times the question of suspending Santa Fe publications 
proposing to make rates inapplicable over parts of the Quanah, 
Acme & Pacific rails was before the Commission but it refused 
to suspend them. On June 1, 1933, the Santa Fe filed schedules, 
effective July 15 to that end. 

Although the tariffs were protested, the Commission re- 
fused to suspend them. They are on its files, and, so far as the 
Commission is concerned, they are in effect. The Circuit Court 
of Appeals, calling the cancellation schedules a notice of in- 
tention to close the route via Floydada, said that the “pending 
notice became of no effect and the change proposed by it did 
not take place because the act (emergency transportation law, 
section 4) prohibited it.” 


In an opinion written by Judge Sibley, the Circuit Court 
of Appeals reversed a decision by the district court which had 
refused to enjoin the Santa Fe tariff. The higher court said 
the bill in the lower court should not have been dismissed. 
It therefore reversed the judgment of the lower court and 
remanded the case for further proceedings not inconsistent with 
this opinion. 

The Quanah went to court on July 14, 1933, alleging that 
it had not consented to the elimination of the route in question 
and that Coordinator Eastman had not ordered its elimination. 
It alleged that the route was protected by the proviso in sec- 
tion 4, saying “that no routes now existing shall be eliminated 
except with the consent of all the participating lines or upon 
order of the coordinator.” The lower court issued a restraining 
order but later dissolved it mainly, as Judge Sibley said, on 
the grounds that the appellant was estopped by a former judg- 
ment, that the proviso was addressed to action by the regional 
coordinating committees set up by the emergency act, and not 
action by carriers, and that in any case the question was one 
for the Commission and not in the first instance for the courts. 

The contention of estoppal by judgment arose out of a 
proceeding between the same parties to restrain the revocation 
of a similar joint route and rate for other products, cottonseed 
being the product moving over the route involved in the sched- 
ules which the circuit court says are not in effect but which 
are shown as in effect by the files of the Commission. Judge 
Sibley held that the schedules dated to become effective July 
15 presented a new case. 

The final issue with which Judge Sibley dealt was as to 
whether Congress in section 4 had changed the interstate com- 
merce act. On that point he said: 
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Since amendments of the commerce act are dealt with separately 
in Title II of the new act, and since all action by the coordinator jg 
reviewable by the Commission, it may be that the powers of the Com. 
mission itself were not intended to be altered by the proviso unde 
discussion but that question is not now for decision. We think it 
clear that by the proviso, the Congress, in the exercise of its plenary 
power over interstate commerce, did intend to adopt as proper to be 
maintained all the interstate routes which at the passage of the act 
had been lawfully established, and to prohibit their elimination by a 
carrier acting under section 6(3) of the commerce act unless all the 
participating carriers should consent or the coordinator should order 
it. The stability of existing routes thus to be secured might be of 
great aid to the coordinator and a much needed safeguard to the 
traffic of the shorter lines during the adjustments contemplated by 
the new act. We are referred to some expressions of individual leg- 
islators in urging the adoption of the proviso as indicating that they 
though it applied to the coordinating committees. Such expressions 
are no safe guide to the true meaning of a statute... 

This case falls within the proviso although the notice of the in- 
tended elimination of the route was filed before the act became law. 
Under the commerce act, section 6(3), a change is not accomplished 
by filing the notice but is made “after thirty days’ notice to the 
Commission and to the public, published as aforesaid which shall 
plainly state the change proposed to be made in the schedules then 
in force and the time when the changed rates, fares, orn charges will 
go into effect.’’ The date so fixed was July 15. On June 16, when the 
new act became law, the joint route in controversy was still in 
force and a “route now existing’”’ and could not be eliminated unless 
ath consent of all participating lines or by an order of the coordi- 
nator. .. 

The case has not become moot as has been suggested on account 
of the passing of July 15, 1933, the date which the notice of change 
named. We are holding that by the passage of the act of June lf, 
1933, the pending notice became of no effect and the change proposed 
by it did not take place because the act prohibited it. The appellant 
is as much entitled to relief after July 15 as before. The bill ought 
not to have been dismissed. The judgment is reversed and the case 
remanded for further proceeding not inconsistent with this opinion. 


PENNSYLVANIA CLAYTON CASE 


Arguments have been submitted by the Commission in a 
brief filed with the Supreme Court of the United States in No. 
361, Interstate Commerce Commission vs. Pennsylvania Rail- 
road Co. and Pennsylvania Co., in support of its contention that 
the high tribunal should reverse the judgment of the Circuit 
Court of Appeals for the third circuit, from which court the 
¢ase was brought on writ of certiorari in the so-called Penn- 
sylvania Clayton law case. The lower court set aside the order 
of the Commission in linterstate Commerce Commission vs. 
Pennsylvania Railroad Co. et al., 169 I. C. C. 618, directing the 
railroad company and the Pennsylvania Co. to divest themselves 
of stock in the Wabash and the Lehigh Valley on the ground 
that the holding of that stock by the Pennsylvania and its 
subsidiary constituted a violation of the Clayton anti-trust law. 

The lower court set aside the Commission’s order on two 
grounds. The first was that there was no competent evidence 
showing that the effect of the acquisition of the stock in ques- 
tion might be substantially to lessen the competition among 
the companies, or restrain commerce. The second was that the 
stock had been purchased “solely for investment” and had not 
been used, by voting or otherwise, to bring about a substantial 
lessening of competition. 

The questions presented on this review of the lower court’s 
decree, according to D. W. Knowlton, author of the brief, were: 
Whether the lower court did not err in holding that there was 
no competent evidence showing that the effect of the Pennsyl- 
vania’s acquisition of stock might be to lessen competition to 
a substantial degree, or to restrain commerce; whether the 
court did not err in the construction given by it to the decisions 
of the Supreme Court under section 7 of the Clayton act; 
whether a showing of actual lessening of competition was neces- 
sary in order to establish the Pennsylvania’s acquisition of 
stock as one whose effect “may be to substantially lessen com- 
petition”; whether the lower court did not err by failing to 
give proper effect to the provision of section 11 of the Clayton 
act, that the findings of the Commission, if supported by testi- 
mony, should be conclusive; and whether the lower court did 
not err in its construction of the phrase, “solely for investment,” 
contained in the exception to section 7 of the Clayton act, of 
purchases made “solely for investment.” 

According to Mr. Knowlton, the legal principle upon which 
the complaint was founded was that the Pennsylvania Co., which 
took title to the acquired stock, was the instrumentality of the 
Pennsylvania Railroad Co. and that thus the latter “indirectly” 
acquired the stock; that the effect of this acquisition, amounting 
to 30 per cent of the Lehigh Valley stock and 49 per cent of 
the Wabash stock, which latter company owned 19 per cent of 
the stock of the Lehigh Valley, might be substantially to lessen 
competition and to restrain commerce in certain sections and 
localities. 

The brief contends that the Commission has not only sub- 
stantial but seemingly indisputable evidence supporting its find- 
ings that the effect of the acquisition of the stock may be the 
lessening of competition and restraining commerce and that, 
therefore, the Circuit Court of Appeals should be reversed and 
directed to dismiss the bill for want of equity. 
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Loss and Damage Decisions 


Traffic Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter System, 
published by West Publishing Co., St. Paul, Minn. Copyright, 
1934, by West Publishing Co.) 
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LOSS OF OR INJURY TO GOODS 


(Appellate Court of Indiana, in banc.) In action against 
carrier for damages from improper handling of shipment of 
eggs in interstate commerce, shipper could recover difference 
in value of eggs at destination in good condition and in damaged 
condition in which delivered, even if shipper elected to recon- 
dition and sell eggs as reconditioned (Interstate Commerce Act, 
Sec. 20 (11), as amended, 49 USCA, Sec. 20 (11)). (Cleveland, 
c. C. & St. L. Ry. Co. vs. Stormont, 187 N. E. Rep. 838.) 

Appellate Court cannot weigh evidence, but must sustain 
= court’s findings if supported by any competent evidence. 
—Ibid. 

Evidence sustained finding that entire interstate shipment 
of eggs was badly damaged, and that they were worth only 18 
cents instead of 23 cents per dozen if delivered in reasonably 
good condition (Interstate Commerce Act, Sec. 20(11), as 
amended, 49 USCA, Sec. 20 (11)).—Ibid. 
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Miscellaneous Decisions 


Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter System, 
published by West Publishing Co., St. Paul, Minn. Copyright, 
1934, by West Publishing Co.) 
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REULATION OF COMMON CARRIERS 


(Kansas City Court of Appeals, Missouri.) Truck driver 
hauling grain of third party, who arranged with truck owner 
to have truck sent out, held “employe” of truck owner, who 
was liable for driver’s negligence where third party had no 
control over driver except to tell him where to go, and third 
party paid truck owner for services rendered. (Proffitt vs. 
Farmers’ Produce Exchange Co-Op. Assn. No. 277, Inc., et al., 64 
S. W. Rep. (2nd) 746.) 





(Supreme Court of Iowa.) Carrier rendering services under 
contract may still be a common carrier. (State vs. Carlson, 
251 N. W. Rep. 160.) 

Carrier engaged within city in transporting by motor truck 
merchandise sold by merchants contracting for delivery service 
is “common carrier” if other merchants and general public have 
right to use such transport facilities; otherwise he is “private 
carrier.”’—Ibid. 

Carrier long engaged within city in transporting by motor 
truck merchandise only for merchants contracting for delivery 
‘service held not “common carrier” and not engaged in “public 
transportation of freight,” within regulatory statute (Code 1931, 
Sec. 5105-cl).—Ibid. 





Bill of lading carries 
(Edwards vs. Cot- 


(Supreme Court of South Carolina.) 
title to property covered by bill of lading. 
tingham, 171 S. E. Rep. 621.) 





Shi a eo @ 
ipping Decisions 

Cases Recently Decided by State and Federal Courts 
(Digests taken from Reporters and Digests of National Reporter System, 


published by West Publishing Co., St. Paul, Minn. Copyright, 
1934, by West Publishing Co.) 





(District Court, D. Massachusetts.) Facts showed that con- 
denser was not seaworthy when steamship left New Orleans 
and Mobile, and that due diligence had not been used to make 
it so (Harter Act (46 USCA, Secs. 190-195)). (The City of 
Brunswick, 4 Fed. Supp. 908.) 
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Total loss of cargo resulted from unseaworthy condition of 
condenser, though stranding of steamship on reef was due 
to negligent navigation (Harter Act (46 USCA, Secs. 190-195)). 
—Ibid. 

Carrier of goods by sea must furnish seaworthy vessel at 
beginning of voyage and complete voyage by nearest route to 
destination (Harter Act (46 USCA, Secs. 190-195) ).—TIbid. 

Trial trip not being customary part of voyage from loading 
place to destination, there was a “deviation” where on trial 
trip vessel went out of usual course from Mobile to Antwerp 
(Harter Act (46 USCA, Secs. 190-195) ).—Ibid. 

Deviation on trial trip was not excused by liberty clauses 
in bills of lading providing that shipowner might have liberty 
to proceed to any port in any order, where, on return from 
trial trip, steamship did not proceed to port of Pensacola, but 
discharged officers constituting trial board at Pensacola Buoy 
(Harter Act (46 USCA, Secs. 190-195) ).—Ibid. 


EASTMAN MAKES FIRST REPORT 


The Trafic World Washington Bureau 


A first survey of the subjects considered by him, contain- 
ing a number of recommendations, has been submitted by Co- 
ordinator Eastman to the Commission, as required by law. 
The Commission was not prepared when it received the report 
with a routine for handling it. It had not been determined, 
for instance, whether the Commission would make it public or 
hold it until it had prepared its views with regard to the 
coordinator’s recommendations and then make public the report 
and its comments or hold both report and comment for the 
eyes of President Roosevelt, without anything being made 
public before the President sent the matter to Congress. The 
law requires the President to transmit the reports containing 
the recommendations of the coordinator and the Commission to 
Congress. 

Prior to the announcement, January 10, that this survey 
had been submitted to the Commission, it was stated that Co- 
ordinator Eastman planned to submit a report to the Commission 
with respect to motor transportation some time in February and 
that he might submit a report on some other phase of the 
transport problem later this month. He expects to make 
public a report on the handling of less carload freight in the 
near future but this will not have to do with legislation. 


COORDINATION OF TRANSPORT 


Answering Coordinator Eastman’s question as to whether 
rail, motor and water transportation should enjoy equal oppor- 
tunities of competition in so far as federal regulation was con- 
cerned, Commercial Traffic Managers of Philadelphia said it was 
proper to allow equal opportunities of competition but that the 
public was entitled to the cheapest and most efficient manner of 
transportation. Extreme care, the Philadelphia organization said, 
must be used in that respect to see that such equalization was 
not used to strangle and prevent proper development of any 
method, thereby ultimately resulting in monopoly. 

As the motor transportation industry was composed of a few 
large operators and many thousands of comparatively small op- 
erators, the Philadelphians said they did not consider it feasible 
or advisable that the present regulation of railroads be applied 
to motor transportation. The railroads, they said, were entitled 
to relief from considerable federal and state regulations in order 
that they might meet, properly, competitive conditions. They 
expressed the belief that the adoption and enforcement of NRA 
codes applicable to motor transportation would cause some 
increase in their cost, thereby resulting in higher and more 
stable rates. 

The railroads, the Philadelphians said, should be permitted 
promptly to meet water and motor competition, both actual 
and potential, but that they should not be permitted to publish 
reduced rates as a means of driving out of existence some other 
means of transportation, then advancing the rates to*the previ- 
ous level. They said .such rates should be allowed to go into 
effect without suspension but that if complaint was made the 
burden of proof as to the reasonableness and necessity should be 
on the carriers. 

In answer to the coordinator’s question as to whether the 
inland waterways act should be amended so as to permit the 
railroads and persons connected with railroads to buy or lease 
water line facilities upon the giving of assurance that such 
facilities would be continued in common carrier service, the 
Philadelphia traffic managers said they opposed any change 
in the inland waterways act which would permit the rail car- 
riers to gain control of the inland waterways transportation 
business, as such control, undoubtedly would result in decreased 
transportation service at increased cost to the general public. 
Experience, they added, had conclusively proved that such a 
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combination. would not result in a benefit to the public. They 
said they were opposed to the repeal of the Panama Canal act 
for the reason that at the present time they were unable to find 
any sound reason for the railroads owning or controlling carriers 
through the canal, 

“The liberalization of section 4,” they added, “should enable 
the transcontinental railroads to at least partially meet the 
water competition through the Panama Canal.” 

The Philadelphia traffic managers said they favored one 
year as the time limit for the filing of claims for overcharges, 
two years for the filing of suits with the Commission for repara- 
tion and the filing of suits by the carriers for collection of under- 
charges, with a provision for six months, after payment of claims 
for overcharges had been declined, to go to the Commission with 
a complaint even though filed after the expiration of the one 
year, but in no case more than two years after the cause of 
action. They favored retention of the provision for attorney’s 
fees in instances where carriers failed to pay reparation and 
in which the shipper prevailed in the courts. 

As to the desirability of the coordination of all agencies of 
transportation, the answer was that the Philadelphians favored 
and encouraged voluntary coordination, rail with highway and 
water transportation such as publishing of through rates, joint 
use of terminals, both passenger and freight, and many other 
practices which should reduce the cost of transportation and at 
the same time materially improve service to the public, “but we 
do not favor mandatory regulation in this respect.” They said 
the railroads should not be designated to work out coordination 
as they would undoubtedly dominate to the detriment of the 
motor, water and air operators, but all should be allowed and 
encouraged to cooperate and work out the most efficient method 
of serving the public. 

With regard to the regulation of interstate motor carriers, 
the traffic managers suggested that the proposed codes would 
result in more uniform and reasonably stable rates, thereby caus- 
ing the industry to stabilize its methods and charges. That 
self-regulation, they said, should be given a fair opportunity to 
function before mandatory regulation was made effective. They 
said the common carrier motor vehicle should be the starting 
point in the event later developments “conclusively prove it is 
in the public interest to have federal regulation of the trucks,” 
They said they felt the regulation of contract trucks would not 
be in the public interest. Sizes and weights of motor vehicles, 
at least for the present, should be handled by the individual 
states. They made a similar answer as to liability and property 
damage insurance. They said that undoubtedly Congress could 
constitutionally enact legislation to regulate interstate highway 
transportation. 

The Philadelphia men opposed further mandatory regulation 
of domestic water lines and expressed the belief that the NRA 
water transportation code would require reasonable self regula- 
tion which would probably result in stabilizing their method of 
operation and fully meet the requirements of the public. In the 
event of the regulation of domestic water lines the Philadelphians 
expressed the belief the Shipping Board Bureau should handle 
inland water lines. As to the assessment of tolls on bridges, 
canals, and highways they said such tools were extensively 
assessed a “few years ago,” but that the public seemed to desire 
freedom from tolls. As to the amendment of the commodities 
clause so as to forbid ownership of railroads by industries, they 
said they were unable to find any condition where industry owned 
or controlled railroads were a material detriment to competitors 
and therefore they opposed such an amendment. They thought 
. not necessary to include water carriers in the commodities 
clause. 


COMPANY UNIONS 


At the conference between Coordinator Eastman and the 
three regional coordinating committees representing the rail- 
roads (see Traffic World, Jan. 6, p. 34) the members of the 
committees presented suggestions as to how the railroads in- 
tended carrying out the admonitions of the coordinator looking 
to the abstinence of railroad managements from acts in supposed 
violations of the provisions of section 7(e) of the emergency 
transportation act. They are aimed at “company unions” and 
are regarded as designed to strengthen the position of so-called 
organized labor. The committees are under direction from the 
coordinator to see that steps are taken by railroad manage- 
ments that have anything to do with organizations of employes, 
directly or indirectly, to stop practices deemed in violation of the 
labor provisions in the emergency transportation act, which, by 
designation, have in them the labor provisions of section 77 of 
the bankruptcy act relating to railroads. Admonitions to the 
coordinating committees were given by Coordinator Eastman in 
a memorandum dated December 8 (see Traffic World, December 
16, p. 1083) and he asked that he be advised about the matter 
before the end of the month. 
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Coordinator Eastman, after the conference, said that the 
committees were going to make recommendations as to indi. 


vidual carriers which, he said, would show progress in clearing § 


up this matter. The matter to which he referred were com. 
plaints by railroad employes that managements were indulging 
in practices that were not consonant with the law. The subject 
was discussed orally but the committees are to put their 
thoughts on the subject in writing. The coordinator will then 
express his views as whether what was suggested was in ac. 
cordance with his ideas as to what should be done. If the co- 
ordinator disagrees and is of the opinion that what a manage. 
ment is doing is not in accordance with the law, he is empowered 
under section 12 of the transportation emergency act to apply to 
a district attorney to institute proceedings in court, under the 
direction of the Attorney General, for the enforcement of the act, 

In answer to a suggestion that the Pennsylvania was the 
company at which labor leaders were directing most attention 
on account of the company unions on that system, Mr. Eastman 
said there were more complaints about western railroads than 
any other. The complaints, he said, came from clerical, shop 
and maintenance-of-way labor mainly. Train labor is generally 
incorporated in the so-called brotherhood unions and not in 
company unions. 

All members of the coordinating committees other than 
W. W. Atterbury, of the Pennsylvania, and L. R. Powell, of the 
Seaboard Air Line, attended the conference. Mr. Atterbury was 
represented by Vice-President Clement of that company. 


TRANSPORTATION CONFERENCE 


The seventh meeting of the Transportation Conference of 
1933, embracing a large number of transportation, business and 
financial groups seeking to find a solution for the transportation 
ills of the country, was held in Chicago January 4 and 5. Little 
information was available at the close of the meeting as to what 
was discussed beyond a statement made by Harry A. Wheeler, 
president of the Railway Business Association and chairman of 
the conference, that many of the matters embraced in the orig- 
inal program had been voted on. It was indicated that the full 
program of recommendations with respect to legislation was 
taking definite shape and the hope was expressed that the next 
meeting, tentatively set for February 7, in New York, would 
be the final one. The participants in the conference agreed to 
stay together at that time until their work was concluded, if 
that proved possible. The view was expressed that several days 
would be required for that. 

In the meantime, action taken to date is to be briefed and 
placed in the hands of the conferees by January 25. In that 
connection it was explained that proposals and recommenda- 
tions had been voted on from time to time, the subjects being 
carried forward and amendments added later, so that work 
done is scattered throughout proceedings of all the previous 
meetings. All matters under consideration were still before the 
conference, it was stated. Because of the interrelated char- 
acter of the individual subjects, that was necessarily so until 
such time as the entire program was outlined, according to 
Mr. Wheeler. 

The National Highway Freight Association, a new organiza- 
tion of common carrier motor transport operators committed 
to federal regulation of highway services, was represented at 
the meeting by three conferees. The American Trucking Asso- 
ciation, Inc., representing all branches of the trucking industry, 
recently withdrew, charging, among other things, that the con- 
ference was dominated by railroad interests. 

The following participated in the meeting: 


American Iron and Steel Institute—M. N. Billings, traffic man- 
ager, Illinois Steel Company, Chicago. ; 
American.Petroleum Institute—Henry Hauseman, Pure Oil Com- 


any, Chicago. . ; 
XX merican Railway Association—M. J. Gormely, president, Wash- 


ington, D. C. ; aoe . up d 

American Short Line Railroad Association—W. L. White, presi- 
dent, Washington, D. C.; J. Fred Sheehy, regional vice-president, 
Chicago; F. J. Lisman, regional vice-president, New York. 

American Transit Association—Dr. Thomas Conway, Jr. 

Association of Railway Executives—L. W. Baldwin, president, 
Missouri Pacific, St. Louis; Dr. C. S. Duncan, statistician, Associa- 
tion of Railway Executives, Washington, D. C.; L. W. Johnson, 
statistician, office of the present, Missouri Pacific, St. Louis; R. V. 
Fletcher, general counsel, A. R. E., Washington, D. C. 

Association of Regulated Lake Lines—George B. Wright, freight 
traffic manager, Detroit and Cleveland Navigation Company, Detroit; 
H. T. Hoopes, general manager, Minnesota-Atlantic Transit Company, 
Detroit; H. S. Noble, president, Great Lakes Transit Corporation, 
Buffalo. 

Canal Carriers Association, Inc.—Arthur Schier, general traffic 
manager, Seaboard-Great Lakes Corporation, New_York. ' 

Domestic Freight Forwarding Association—James P. Collins, 
Chicago. 

Grain and Feed Dealers’ National Association—Harold L, Gray, 
Crabbs Reynolds Taylor Company, Crawfordsville, Ind. 

Institute of American Meat Packers—George T. Blair, general 
traffic manager, Wilson and Company, Chicago. 
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Lake Carriers Association—L. C. Sabin, vice-president, Cleve- 


and, O. . 
lane-vational Association of Manufacturers—F. N. Bard, president, 


Barco Manufacturing Company, Chicago; James E. Wilson, vice- 


president, Larkin Company, Buffalo. 

National Association of Railroad and Utilities Commissioners— 
Andrew R. McDonald, president, Madison, Wis. 

National Highway Freight Association—J. L. Keeshin, president, 
Keeshin Motor Express, Chicago; A. S. H. Bender, president, Deal- 
ers’ Transport Company, Chicago; Walter Mullady, president, Decatur 
Cartage Company, Chicago. 

Security Owners’ Association—Milton W. Harrison, president, New 
York: A. C. Robinson, chairman, Peoples-Pittsburgh Trust Company, 
Pittsburgh; Mark Jones, statistician and analyst. 


ROOSEVELT ON RAIL DEBTS 
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President Roosevelt is heartily in favor of the views of the 
Commission, as set forth in its annual report to Congress, as 
to the desirability of provision being made for sinking funds 
to be set up by the railroads for the purpose of meeting funded 
debt obligations. (See Traffic World, Jan. 6, p. 25.) At the 
same time the President, it was made known at the White 
House January 10, feels that, in fairness to the railroads, regu- 
latory commissions ought to seek to make it possible for rail- 
roads and other utilities to earn enough to set up sinking funds. 
Inquiry as to whether this meant that rates should be increased 
to provide the sinking funds brought the reply that the matter 
should rather be approached from the point of view that, in 
the reduction of rates, the reductions should be less to permit 
creation of sinking funds. 

One of the chief troubles of the railroad financial situation, 
in the opinion of the President, is that so large a proportion of 
the capital structure of the railroads has been in the form of 
mortgage indebtedness instead of stock. The Commission 
pointed out in its annual report last week that from December 
31, 1919, to December 31, 1932, the funded debt of Class I, II 
and III railway companies and subsidiaries increased approxi- 
mately 22 per cent, or from $9,773,239,469 to $11,835,523,146. 
On the latter date the annual interest payable to the public 
on the funded debt was approximately $550,000,000, the Com- 
mission pointed out, while the average annual net railway 
operating income for the years 1920-1932, inclusive, was $842,- 
955,000 or about 1.5 times the present interest requirements. 
The report of the Commission stated that at the end of 1932 
railway stock outstanding, excluding switching and terminal 
companies, totaled $10,042,762. The ratio of debt to capital was 
56 per cent, 


President Roosevelt believes that the situation facing many 
major railroads last spring would not have been so serious had 
their mortgage debts been substantially lower than they were. 
In other words, if the interest requirements had not been so 
great, railroads that went into receivership or railroads that 
were threatened with receivership would have been able to “get 
by.” If the situation that existed last spring had continued 
another six months a number of major carriers that escaped 
receivership would have gone into the hands of receivers, it 
was stated. These receiverships would have been caused by 
inability to meet interest on mortgage debt. Financing by stock 
issues is preferable to bond financing, in the opinion of the 
President, because dividends may be passed without receiver- 
ship being threatened. 


Reference was made to a mortgage on the property of the 
Hudson River Railroad, which is near the President’s home in 
New York, which was put on the property in 1841 and which 
had been renewed 30 years later and which now was due in 
2001. The President believes that the trend is away from the 
old school which favored renewing mortgages, as illustrated by 
the case cited. 

The declaration that proper financial stabilization of the 
railroads, like other industrial operations, requires that they 
should have freedom of opportunity to make earnings in ac- 
cordance with business conditions, reduce their. fixed indebted- 
ness and establish adequate reserves was embodied in Referen- 
dum 62 of the Chamber of Commerce of the United States, 
in which the balloting closed December 12, 1932, and approved 
by a vote of 2,222 against 68. (See Traffic World, Oct. 1, 1932, 
p. 614.) Ag to the point referred to by President Roosevelt and 
the Commission as to large interest charges in periods of de- 
pression, the special committee on railroads of the chamber 
had the following to say in the report distributed in connection 
With the referendum: 


Despite the excellent record of repayment of previous govern- 
ment loans to railroads, it is obvious that recourse to loans from the 
government in times of depression is undesirable as a means of 
preventing insolvency of the carriers. It not only involves federal 
financing at a time when government credit is likely to be under 
Strain from other directions, but also places a future burden upon 
the railroads for discharge of the obligations. One of the obstacles 
to lower freight rates has been the necessity of the carriers meet- 
ing the interest on such government advances and providing for their 
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retirement. It should be the objective of natitonal transportation 
policies to permit and encourage reduction of the fixed indebted- 
ness of the railroads during more prosperous times and thus render 
unnecessary in future such extensive borrowings as have been es- 
sential and entirely justified in the present emergency. 

Such financial stabilization of railroads can only be achieved 
through sufficient and continuous earnings. As has been pointed 
out, earnings under the present regulation have not been adequate 
to produce a reasonable return in prosperous times, much less an 
accruing surplus for rainy days. It is perfectly sure that every 
period of depression will have its effect upon transportation and 
require for safety the same privilege to accumulate reserves as 
that which is enjoyed by any other industrial operation. 

This does not necessarily mean increased rates, for while able 
railroad management has in the last twelve years vastly improved 
its machine and is now day by day lowering its cost of operation, 
there is still a vast amount to be done in that field of new coopera- 
tion upon which the railroads are entering and in the exercise of 
further economies which may even permit rate reductions and yet 
produce increased earnings. * * * The difficulties of most railroads 
in times of business depression can, however, be greatly lessened 
by consistent application of a policy of reducing fixed debt in favor- 
able times and accumulating proper reserves in available form to such 
extent as the situation of each road may permit. 

A policy of continual refunding must assume that the railroad 
transportation system will continue to be required to the extent it 
is now developed. The changing conditions of American economic 
life point to the probability that the railroad plant will not be ex- 
tended as in the past. Of course, maintenance, improvement and 
refinement must continue indefinitely. If the argument is correct 
that material extension of the railroad plant will not be necessary, 
and if it is correct to assume that refinements and improvements will 
be self-liquidating, then there is the greater need for reducing pres- 
ent bonded indebtedness with the maturity of each issue, Reserves 
should therefore be accumulated for use to pay interest on bonded 
debt at times when this interest cannot be met out of the general 
revenues and to meet such agreed proportion of maturing bonds as 
may establish and carry out the principle of reducing the funded debt. 

Responsibility for setting up reserves should be with manage- 
ment and not with the Interstate Commerce Commission, though the 
Commission must recognize and make possible their establishment. 
It may be argued that unless there is compulsion of law, manage- 
ments will not readily set up such reserves, but the general policy 
of legal compulsion would be another invasion of the field of man- 
agerial prerogative against such invasion this committee has taken 
a definite and unalterable position. 


MOBILE AND OHIO LABOR CASE 


The emergency board appointed by President Roosevelt 
to investigate and report on the dispute between the receivers 
of the Mobile and Ohio Railroad Company and various classes 
of employes on account of an additional cut of 10 per cent in 
pay has reported to the President that the railroad brother- 
hoods are entitled to the restoration of their wages to the basis 
of the Chicago agreement of January 1, 1932, under which a 
10 per cent déduction is made from pay checks, and that it is 
for the carrier “to devise the ways and means.” 

“Borrowing may be necessary,” says the board in its re- 
port, which was made public at the White House late January 
8. “Whether aid comes from a private loan, from a subsidy, 
or from some governmental agency, or through a merger or 
grouping of the road with some other system, is not impor- 
tant in so far as the result is concerned. The road must work 
out the details.” 

The emergency board was composed Homer B. Dibell, 
chairman; and Davis R. Dewey and Walter C. Clephane. 

The railroad is controlled by the Southern Railway Com- 
pany through stock ownership. The board said it was in a 
fairly prosperous condition until about 1930. Officers of the 
road, according to the report, emphatically declared that their 
road was operated as an independent unit and that the South- 
ern placed no restrictions on them in the solicitation of traffic. 
In its report the board, in part, said: 


The evidence strongly indicates that this road, if it continues to 
be operated as an entirely independent entity, and without ample 
pecuniary aid from outside sources, will have difficulty in extricating 
itself from its financial embarrassment. The receivers, however, think 
that there is a possibility of recovery and that with a return to na- 
tion-wide prosperity this road will obtain its share. Each of the re- 
ceivers expressed a most earnest desire to restore wages at the 
earliest possible moment, and to give such restoration preference over 
claims of bondholders. Their purpose accords with the federal equity 
rule applicable in railroad receiverships. (Ames vs. Union Pacific 
Railway Co., 62 F. 7, 13; United States Trust Co. vs. Omaha and St. 
L. R. Co., 63 F. 737, 739.) At present, however, it does not appear 
that funds are available for restoration of wages, and it is evident 
that increased revenues will be needed to maintain the road bed and 
equipment for safe operation. 

The carrier naturally rests its original reduction and subsequent 
refusal to restore wages upon inability to pay. This may be a valid 
justification in case of a temporary emergency, but this plea has not 
been recognized as a determining factor in fixing wage rates. For 
many years the railways in this country have maintained fairly uni- 
form wage scales in the three great railroad districts into which the 
country is divided. And one of the principal objects of the national 
recovery act is to apply this principle of minimum rates of pay to 
other branches of industry. 

One solution of the present difficulty would be to grant govern- 
mental support adequate to maintain wages uniform with other roads 
and enable the carrier to continue to serve efficiently that portion of 
the population dependent on such service. 

If this can not be done, the only other alternative appears to be 
the joining of this road with some other carrier. The grouping of 
this road into a stronger financial transportation system might well 
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be considered by the Interstate Commerce Commission and the Fed- 
eral Coordinator. In this connection we can not overlook the fact 
that for all practical purposes this carrier is owned by the Southern 
Railway Company and that, as the evidence taken before us demon- 
strates, this railway is paying to the men on its own system a higher 
wage than is being paid on the Mobile and Ohio Railroad. It might 
be inferred that the longer the present status can be maintained, the 
longer the Southern Railway Company can defer the decision whether 
it will come to the relief of this road or relinquish it to other inter- 
ests. Meanwhile the men, by reason of deferring this decision, would 
be compelled to remain on a salaried basis lower than is being paid 
to the Southern’s other employes. We can not subscribe to a doc- 
trine which would lead to the conclusion that each branch _line 
should be self-supporting. All are parts of an entire system. Each 
branch is a feeder to, and should, to any necessary extent, be fed 
by, other branches, so that the operation of the system as a whole 
may be productive of the greatest good to everyone concerned. 

It may be true that the restoration of the wages of which the 
men were deprived by the mediation agreement of September 12, 
1932, will hasten the end of this road as a separate corporate entity, 
and that in so doing its employes will be deprived of their jobs. 
They have expressed themselves as willing to assume that risk and 
prefer to assume it, because they believe that if the road should be 
exposed to sale in insolvency proceedings or to some voluntary re- 
organization, it would be acquired by interests which would continue 
the operation of the railroad and retain the services of its employes 
at the standard rates of compensation. This may be better for the 
men and for the community which the road is attempting to serve 
than to continue the struggle which for some time past has been so 
valiantly waged by those entrusted with the responsibility for the 
road’s continued operation. * * * 

It may be added that the brotherhoods have nothing but com 
mendation for the efforts of the receivers who, under the direction of 
the court, have been managing the road intelligently, efficiently, and 
economically. They believe, too, that the judge of the court, the 
Hon. Robert T. Ervin, is not unsympathetic with them in their ef- 
forts for a restoration of their wages to the standard of the Chicago 
agreement, and that only the demands of economy have stood in the 
way of such restoration. They appreciate the friendly courtesy he 
has displayed toward them. They are convinced, however, that their 
sacrifice in relinquishing over a million dollars of wages since they 
temporarily gave up their rights under that agreement, has greatly 
contributed to the economy with which the road has been operated, 
and that they should no longer be compelled to submit to this sacri- 
fice, and that if the road can not be otherwise carried on, it should 
be placed under the control of other interests. 

Detailed evidence was given by officers of the carrier that con- 
siderable funds will be needed during 1934 to sustain the road. Dur- 
ing this year of 1933 there have been only a few months in which 
there was an encouraging balance, but the immediate prospect is 
doubtful. There is at best only a narrow margin between receipts 
and expenditures. The road, therefore, to increase wages, must re- 
ceive increased income or obtain other assistance. As far as we can 
judge, the assistance must come either from some outside source, 
either as a subsidy, loan, or credit, possibly from a governmental 
agency; or, if that be impossible or inexpedient, the road should be 
merge@ or grouped with some other system. Whatever steps are taken 
should have in mind the restoration of wages to their former level, 
to which the employes are entitled. 

We summarize important facts: 

(1) An effective strike will substantially interrupt interstate 
commerce within the states of Illinois, Kentucky, Tennessee, Missis- 
sippi, and Alabama, to a degree such as to deprive that section of 
the country of essential transportation service upon the 1,150 miles of 
the Mobile and Ohio Railroad Company. 

(2) The abandonment of the road will be a serious loss to those 
interested in its property and will bring about a distressing condi- 
tion in the country and communities tributary to it, and wholly or 
substantially dependent upon it for transportation service. 

(3) The brotherhoods are entitled to the restoration of their wages 
to the basis of the Chicago agreement of January 1, 1932. 

(4) It is for the carrier to devise the ways and means. Bor- 
rowing may be necessary. Whether aid comes from a private loan, 
from a subsidy, or from some governmental agency, or through a 
merger or grouping of the road with some other system, is not im- 
portant in so far as the result is concerned. The road must work 
out the details. 


TRANSPORT LEGISLATION 


The advisory committee of the Association of Railway Ex- 
ecutives met in Washington January 12 to consider legislative 
measures On which action may be sought at this session of 
Congress. The railroads’ main legislative program was out- 
lined recently in their statement submitted to Coordinator 
Eastman, 


RAILROAD EMPLOYMENT 


Class I railroad employment the middle of December totaled 
964,328, a decrease of 1.28 per cent compared with December, 
1932, according to complications made from carrier reports by the 
Bureau of Statistics of the Commission. In November, 1933, the 
employment was 997,505. The “peak” month in 1933 was Sep- 
tember with 1,030,215 employes. By groups of employes the 
report for December as compared with December, 1932, was as 
follows: Executives, etc., 12,053, decrease 5.78 per cent; profes- 
sional, etc., 163,349, decrease 4.33 per cent; maintenance of way, 
etc., 182,300, decrease 2.88 per cent; maintenance of equipment, 
etc., 267,334, decrease 1.57 per cent; transportation (other than 
train, etc.), 123,149, decrease 1.84 per cent; transportation (yard- 
master, etc.), 12,091, decrease 3.77 per cent; transportation, 
(train and engine service), 204,052, increase 4.12 per cent. 





RAIL WAGE STATISTICS 


Class I railroads the middle of October had 1,024,861 em- 
ployes, a decrease of 5,354 from the number reported for Sep- 
tember, while the total compensation paid employes in October 
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amounted to $127,082,302, as compared with $123,866,950 in the 
preceding month, according to wage statistics compiled from 
carrier reports by the Bureau of Statistics of the Commission, 
In connection with the number of employes recorded for the 
middle of October it was stated that 1,136,984 employes were 


reported as having received some pay in the month either 


for full time or part time. 


TRANSPORT CODES 


Sol Rosenblatt, division administrator of the National Re 
covery Administration, now has jurisdiction over the transpor. 
tation industries’ code, over which Malcolm Muir formerly had 
jurisdiction. 

National Recovery Administrator Hugh S. Johitson an. 
nounced the appointment of W. A. Harriman, chairman of the 
executive committee of the Illinois Central Railroad Company, 
as division administrator to succeed Mr. Muir, who resigned to 
return to his duties as president of the McGraw-Hill Publish. 
ing Company. 

“In accordance with the established policy that division or 
deputy administrators will not handle codes for industries in 
which they have any interest, the transportation industries codes 
heretofore assigned to Division II have been transferred from 
that division to Division V under Division Administrator Sol 
Rosenblatt,” said a statement issued by the NRA. 


MEDIATION BOARD MEMBER DEAD 


Frank P. Glass, of Birmingham, Ala., who had been serving 
under a recess appointment as a member of the Board of 
Mediation and who had been nominated for the place by Presi- 
dent Roosevelt, died in Birmingham January 10. 


REGULATION OF COMMUNICATIONS 


Proposed legislation for regulation of wire and radio com- 
panies by a federal communications commission was considered 
this week by the interdepartmental communications committee 
headed by Secretary Roper, of the Department of Commerce, and 
including Chairman Rayburn and Chairman Dill of the inter. 
state commerce committees of Congress. It is expected bills 
providing for such regulation will be introduced shortly. 


COMMODITIES CLAUSE CASE 


The so-called commodities clause case, brought by the Com- 
mission against the E. J. & E., which was set for trial this 
week in the federal district court at Chicago, has been set over 
to January 15. The proceeding was instituted under that part 
of the interstate commerce act that forbids a railroad to trans- 
port property or products of an industry owned by the railroad. 
Common ownership of stock of the E. J. & E. and manufac- 
turing subsidiaries of the United States Steel Company has been 
construed by the Commission as a violation of that part of the 
act. 


CONTAINER CORPORATION IMPROVEMENTS 


Directors of the Container Corporation of America have 
approved expenditures for modernization and improvement of 
equipment at two of its Chicago plants. Walter P. Paepcke, 
president, says this is the first step in a program which con- 
forms to the current tendency of industry to modernize equip- 
ment and should prove an important contribution in stimulating 
the heavy construction industry. The work to be immediately 
launched in Chicago involves the installation of modern boiler 
equipment, breaker beater, settling systems, and the rebuilding 
of the paper machines at the coated board plant, which pro- 
duces all grades of set-up and folding box boards; also installa- 
tion at the Ogden Avenue plant of the modern corrugator and 
auxiliary equipment to replace an older and less efficient ma- 
chine. These improvements will be made without any interrup- 
tion of operations at either plant. They will require four to 
five months to complete. Mr. Paepcke emphasized that these 
improvements are not being made to increase capacity, but 
entirely to perfect the quality of the product and further reduce 
operating costs by increased efficiency. 


APPROPRIATION FOR I. C. C. 


The House committee on appropriations reported to the 
House January 10 the independent offices appropriation Dill 
carrying $5,430,970 for the Commission for the next fiscal year 
as recommended by the Bureau of the Budget. Commissioner 
Eastman had appeared before the committee and urged a larger 
appropriation than that of $778,888 for the Bureau of Accounts 
but the committee made no change in that item or any of the 
others. (See Traffic World, Jan. 6, p. 30.) 
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HAND TRUCK EQUIPMENT 


By James M. Davison 


RECENT survey of the types of material-handling equip- 

ment used in a wide range of industries, including fac- 

tories, Warehouses, and freight terminals, showed that 
the hand truck was the most adaptable, dependable, and gen- 
erally satisfactory device obtainable and the most generally 
used. Hand trucks are used for more material-handling opera- 
tions than any other device. 

The two-wheel hand truck has been used for handling ma- 
terials for so many years that its origin would be difficult to 
trace. Its usefulness is so generally recognized that it is not 
likely ever to be entirely displaced. It is the one material-han- 
dling device found in every factory, on all steamship piers, and 
at very freight station. No matter what other equipment is 
used we always find the two-wheel hand truck. 

In the last ten years great improvement has been made in 
practically every type of material-handling appliance. An out- 
standing example is the two-wheel all-steel hand truck. While 
it is modeled along the lines of the old style wood truck, it is of 
all steel construc- 
tion. The parts, or 
members, of the 
truck are formed in 
dies, in quantities, 
and assembled with 


bolts, with a lock 
washer under the 
nut of each bolt. 


Engineering skill 
has deviced the fol- 
lowing mechanical 
and structural re- 
finements: 


A more srmple 
assembly, making it 
easy to replace parts 
damaged through ac- 
cident or abuse. 

Pressed steel side 
rails with wood hand 
holds, eliminating 
costly major repairs. 

Increased 
strength at the 
points of greatest 
strain without  in- 
creasing the weight 
of the truck. 

3etter wheels, 
with grease fittings, 
insure perfect lubri- 
cation at reduced 
cost, and easy run- 
ning qualities. 

No other class 
of equipment, for 
instance, will han- 
dle cotton in bales 
from the compress 
to storage, from 
storage to cars for 
shipment, or from 
car to shipside as 
quickly and economically as the two-wheel hand truck. 

Removable skid platforms, designed for use with two-wheel 
trucks, enable the trucker to load his truck to its weight-carry- 
ing capacity with light, bulky packages, such as cartons, bags, 
crates, canned goods in cases, etc. 

In times of normal freight movement the handling of in- 
bound merchandise shipments at railroad freight stations in 
large cities is a serious problem. Cars must be unloaded 
promptly and made immediately available for outbound ship- 
ments and inbound shipments so placed that consignees can 
get them quickly. A few years ago this freight was unloaded 
from the cars and piled on the floor and, when the consignee 
called for his freight, it was necessary again to load it on trucks 
to be wheeled to the waiting dray. Some freight agents are 
how expediting delivery and reducing expense both to the railroad 
and the consignee by the use of pressed steel trucks and all- 
steel skid platforms. When a draft of less than carload mer- 
chandise cars is placed on the station platform, each consignee’s 
portion of the freight is loaded on skid platforms in the car 
and trucked to a designated point, where it remains on the skid 
platform awaiting consignee’s call. The consignee’s drayman 
can get away with his load much quicker than formerly because 
it is not necessary to pick this freight up from the floor and 
load it on a hand truck before wheeling it to his dray. Con- 
sequently, the delivery platform is cleared quicker and the 
space made available for other inbound shipments. 
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Pressed steel two-wheel trucks and skid platforms are 
equally effective in the handling of outbound freight at large 
railroad freight and transfer stations. At a railroad transfer 
where there are about four hundred daily classifications there 
is not room at the platform to place all the necessary outbound 
cars at one time. In handling an inbound trap car containing 
a number of less than carload shipments for different destina- 
tions, skid platforms are loaded with each shipment; if the 
classification is set up, the shipment is trucked directly to 
the car into which it is to be loaded; if not, the skid platforms 
are trucked and, when the car is spotted, the skid platforms 
are trucked into the car and unloaded. 

In the past it has been necessary to unload such freight 
(for which the car has not been spotted) on the floor and then 
reload it on trucks to be wheeled into the car when the car 
is placed. The superintendent of this transfer thinks the skid 
platforms have increased the efficiency of his trucks at least a 
hundred per cent. He can accomplish the same amount of 
work with fewer men and trucks and his tonnage handled an 
hour is greatly increased. 

Since the truckers are paid on a tonnage basis, they like 
the skid platforms 
because they are 
able to move a car 
of light, bulky 
freight in less than 
one-half the num- 
ber of trips. re- 
quired before the 
skid platforms 
were placed in 
service; conse- 
quently, they make 
more money and 
do not work as 
hard as formerly. 

This transfer 
also reports a 
sharp reduction in 
damage claims 
since’ skid  plat- 
forms have been 
in use. 

Two-wheel 
hand trucks and 
skid platforms are 
becoming indis- 
pensable in the 
handling of perish- 
able freight. The 
operators ofa large 
produce terminal in 
Boston, Mass., have 
discontinued the 
use of all other 
freight-handling 
equipment and use 
only pressed steel 
hand trucks and 
skid platforms. The 
traffic consists en- 
tirely of fresh fruits and vegetables. This is light, bulky freight 
and the packages are many sizes and shapes. 

The operators of this terminal say that not only is the first 
cost and the cost of maintenance of the trucks and skid plat- 
forms less than that of other equipment, but the cars are un- 
loaded quicker and with less damage, and the freight is sooner 
in position where it can ‘be quickly taken away by the con- 
signees. 

The unloading crew consists of four men—two truckers 
and two pilers—the equipment being two trucks and four skid 
platforms to each crew. Each crew unloads an average of 
eight cars in each working period. As the produce is unloaded 
it is placed in the sections assigned to the different consignees 
and the consignee takes delivery at the same place every time. 

Coastwise and river steamer lines, as a rule, have com- 
paratively small pier space and the hauls are short. The 
steamers are of the side-port type. As a rule, they must un- 
load inbound cargo and load outbound cargo in a few hours 
so that the steamer may reach the next port on schedule time. 
Much of this freight is in cartons. At the piers of one coast- 
wise line the carload freight in cartons is placed on skid 
platforms in the car and trucked to ship’s side. After unload- 
ing of the ship is completed, the loaded skid platforms are 
trucked into the ship. The freight is then stowed by the load- 
ers. After his first trip each trucker takes a loaded skid plat- 
form into the ship and brings out an empty one, 
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It has alsé been found that, when cars are loaded or un- 
loaded with packages all alike, it is only necessary to count 
the packages placed on the first skid platform and then count 
the loads. This greatly facilitates accurate checking. 

When skid platforms are used there is no crowding or jam- 
ming of cartons or other packages. The skid platform is set 
down in standing position, The trucker cannot dump his load. 
Damage claims are practically eliminated. 


REVENUE FREIGHT LOADING 


Complete reports for the year show that 28,960,910 cars 
were loaded with revenue freight in 1933, according to the car 
service division of the American Railway Association. The 
total for the year 1933 was an increase of 780,958 cars, or 2.8 
per cent, over the number loaded in 1932, but a reduction of 
8,190,339 cars, or 22 per cent, under 1931. Total loading by 
commodities in 1933 compared with 1932 follows: 


Per Cent 

1933 1932 Increase 

Grain and grain products ........ 1,654,405 1,653,381 -06 

Die ME «ccavesunawsw nen eacu van 886,141 949,287 6.7 * 
| ee mera nes crt 5,615,935 5,338,938 5.2 
RE re ee er ere 295,544 223,766 32.1 
FOrest POGUctsS oc.0ccccccccsevvvces 1,085,592 899,198 20.7 
PO otis pecan taeca sedans seen - 700,286 210,367 232.9 

Merchandise, L. C. L. freight .... 8,428,384 9,069,736 7. * 
TRISCOMEMCOUE 00ccicccesceccieoeens 10,294,623 9,835,279 4.7 
ORE co cactévdvaasteaenenaean 28,960,910 28,179,952 2.8 


* Decrease 


Revenue freight loading the week ended January 6 totaled 
499,939 cars, an increase of 49,317 cars above the same week 
in 1933, but a decrease of 71,739 cars under the corresponding 
week in 1932, according to the American Railway Association. 
Miscellaneous loading totaled 170,851 cars; merchandise, 134,367; 
grain and products, 23,389; forest products, 14,878; ore, 2,826; 
coal, 130,373; coke, 7,627; livestock, 15,628. 

Loading of revenue freight the week ended December 30 
totaled 450,622 cars. This was a decrease of 76,445 cars below 
the preceding week, but an increase of 45,321 cars above the 
same week in 1932. It was, however, a decrease of 52,105 cars 
below the corresponding week in 1931. Both 1933 and 1932 
included Christmas holiday and 1931 included New Year’s holi- 
day. 

Miscellaneous freight loading the week ended December 
30 totaled 159,097 cars, a decrease of 23,431 cars below the 
preceding week, but $0,355 cars above the corresponding week 
in 1932. It was, however, a reduction of 23,589 cars below the 
corresponding week in 1931. 

Loading of merchandise less than carload lot freight totaled 
124,361 cars, a decrease of 30,818 cars below the preceding 
week, 2,667 cars below the corresponding week last year and 
25,141 cars below the same week two years ago. 

Grain and grain products loading for the week totaled 20,325 
cars, a decrease of 4,098 cars below the preceding week, 1,657 
cars below the corresponding week last year, and 3,635 cars 
below the same week in 1931. In the western districts alone, 
grain and grain products loading for the week ended December 
30 totaled 12,911 cars, a decrease of 515 cars below the same 
week last year. 

Forest products loading totaled 11,695 cars, a decrease of 
6,182 cars below the preceding week but 2,250 cars above the 
same week in 1932. It was, however, a decrease of 2,026 cars 
below the same week in 1931. 

Ore loading amounted to 2,078 cars, a decrease of 1,658 
cars below the preceding week, but 645 cars above the corre- 
sponding week in 1932. Compared with the same week in 1931, 
it was a reduction of 211 cars. 

Coal loading amounted to 114,284 cars, a decrease of 7,366 
cars below the preceding week, but 15,299 cars above the cor- 
responding week in 1932, and an increase of 7,855 cars above 
the same week in 1931. 

Coke loading amounted to 7,100 cars, an increase of 357 cars 
above the preceding week, 2,789 cars above the same week 
last year, and 1,261 cars above the same week two years ago. 

Live stock loading amounted to 11,682 cars, a decrease of 
3,249 cars below the preceding week, 1,693 cars below the same 
week last year, and 6,619 cars below the same week two years 
ago. In the western districts alone, loading of live stock for 
the week ended December 30 totaled 8,503 cars, a decrease 
of 1,742 cars compared with the same week last year. 

All districts reported increases for the week of December 
30 compared with the corresponding week in 1932 but all dis- 
tricts reported reductions compared with the corresponding 
week in 1931 except the Pocahontas, which reported a small 
increase. 

Revenue freight loading by districts for the week December 
30 as compared with the corresponding period of 1932 was re- 
ported as follows: 
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Eastern district: Grain and grain products, 3,633 and 4,360; live 
stock, 1,421 and 1,324; coal, 26,334 and 22,730; coke, 3,013 and 1,647; § 
forest products, 825 and 655; ore, 359 and 260; merchandise, L. C. L, 
33,257 and 33,844; miscellaneous, 36,924 and 30,806; total, 1933, 105,- 
766; 1932, 95,626; 1931, 117,234. = : 

Allegheny district: Grain and grain products, 1,926 and 2,078; live 7 
stock, 1,008 and 1,031; coal, 26,404 and 24,194; coke, 2,223 and 1,417; | 
forest products, 559 and 588; ore, 295 and 88; merchandise, L. C. L., 
24,476 and 26,102; miscellaneous, 33,949 and 24,194; total, 1933, 90,840: § 
1932, 79,692; 1931, 100,889. 

Pocahontas district: Grain and grain products, 174 and 185; live § 
stock 59 and 49; coal, 22,581 and 22,223; coke, 291 and 175; forest § 
products, 311 and 266; ore, 25 and 42; merchandise, L. C. L., 3,644 § 
and 3,696; miscellaneous, 3,823 and 3,009; total, 1933, 30,908; 1932, 4 
29,645; 1931, 29,659. % 

Southern district: Grain and grain products, 1,681 and 1,933; live | 
stock, 691 and 726; coal, 16,069 and 12,902; coke, 423 and 371; forest J 
products, 3,863 and 2,836; ore, 477 and 192; merchandise, L. C. L, 
20,796 and 20,853; miscellaneous, 23,262 and 20,207; total, 1933, 67,262; 
1932, 60,020; 1931, 75,709. 


Oe 


Northwestern district: Grain and grain products, 4,658 and 4,609: . 


live stock, 3,010 and 4,384; coal, 8,279 and 5,342; coke, 965 and 470; § 
forest products, 2,959 and 2,087; ore, 85 and 52; merchandise, L. C. L., 
14,316 and 14,435; miscellaneous, 17,203 and 12,819; total, 1933, 51,475; { 
1932, 44,198; 1931, 53,132. ; 

Central western district: Grain and grain products, 5,855 and 5,988: 
live stock, 4,626 and 4,824; coal, 9,911 and 8,197; coke, 71 and 99; for- 
est products, 1,590 and 1,518; ore, 605 and 555; merchandise, L. C. L,, 
17,911 and 18,135; miscellaneous, 26,327 and 20,772; total, 1933, 66,896; 
1932, 60,088; 1931, 76,394. 

Southwestern district: Grain and grain products, 2,398 and 2,829; 
live stock, 867 and 1,037; coal, 4,706 and 3,397; coke, 114 and 132; for- 
est products, 1,588 and 1,495; ore, 232 and 244; merchandise, L. C. L., 
9,961 and 9,963; miscellaneous, 17,609 and 16,935; total, 1933, 37,475; 
1932, 36,032; 1931, 49,710. 

Total, all roads: Grain and grain products, 20,325 and 21,982; live 
stock, 11,682 and 13,375; coal, 114,284 and 98,985; coke, 7,100 and 4,311; 
forest products, 11,695 and 9,445; ore, 2,078 and 1,433; merchandise, 
L. C. L., 124,361 and 127,028; miscellaneous, 159,097 and 128,742; total, 
1933, 450,622; 1932, 405,301; 1931, 502,727. 


Loading of revenue freight in 1933 compared with the two 
previous years follows: 





1933 1932 1931 

Four weeks in January .......... 1,910,496 2,266,771 2,873,211 
Four weeks in February ......... 1,957,981 2,243,221 2,834,119 
POUT WEES in March 2.2.6.0 00000 1,841,202 2,280,837 2,936,928 
Five weeks in April 2,504,745 2,774,134 3,757,863 
Four weeks in May 2,127,841 2,088,088 2,958,784 
Four weeks in June 2,265,379 1,966,488 2,991,950 
Five weeks in July 3,108,813 2,420,985 3,692,362 
Pour Weens in August . 2.2.5.0. 2,502,714 2,064,798 2,990,507 
Five weeks in September ......... 3,204,551 2,867,370 3,685,983 
Four weeks in October ............ 2,605,642 2,534,048 3,035,450 
Four weeks in November ......... 2,366,097 2,189,930 2,619,309 
Week ended December 2 .......... 495,425 547,095 636,366 
Week ended December 9 .......... 537,503 520,607 613,621 
Week ended December 16 ......... 554,832 515,769 581,170 
Week ended December 23 ......... 527,067 494,510 440,899 
Week ended December 30 .......... 450,622 405,301 502,727 

MOE Spee tateut awa densewged 28,960,910 28,179,952 37,151,249 





OCEAN STEAMSHIP SERVICE 


An application asking that a proceeding of inquiry be insti- 
tuted under the Panama Canal act to determine the propriety 
of freight service between New York and Boston by the Ocean 
Steamship Company of Savannah, and further, that the proceed- 
ing in I. and S. No. 3922, Freight between New York and Boston 
via Water, be dismissed on the ground that the Ocean Steamship 
Company of Savannah Tariff, I. C. C. No. 771, is not based upon a 
properly authorized service, has been filed, in I. and S. No. 3922, 
by the Boston Chamber of Commerce, Dover (N. H.) Chamber of 
Commerce, Peabody (Mass.) Chamber of Commerce, Associated 
Industries of Maine, Gloucester (Mass.) Chamber of Commerce, 
New Hampshire Manufacturers’ Association and Foreign Com- 
merce Club of Boston. 


From the standpoint of public interest, according to ap- 
plicants, there is here involved an issue of far greater importance 
than the mere determination of the lawfulness of the rates 
published in the tariff (I. C. C. No. 771), now under suspension, 
to wit: “May a railroad owned steamship line arrogate to itself 
the right to extend services beyond those which were specifically 
authorized under the Panama Canal act (37 I. C. C. 422) on the 
erroneous assumption that no possibility of competition exists 
and that services involved are in the interest of the public and 
of advantage to the convenience and commerce of the people 
and neither exclude, prevent nor reduce competition on the route 
by water under consideration?” 


It is a matter of grave concern to New England shippers, 
according to applicants, that the existing transportation service 
on the route by water here under consideration, namely, between 
Boston and New York, shall be maintained, in full vigor; that 
any impairment or curtailment of that service would impose 
serious hardship on New England shippers; that the proposed 
extension of service by the Ocean Steamship Company, if per- 
mitted, will divert such proportion of the steadily declining 
waterborne traffic handled by existing agencies as to ultimately 
so undermine their financial stability as to necessitate the cul- 
tailment of services established to meet the needs of business, 
and which New England shippers can ill afford to lose. 
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Ocean Shipping News 





OCEAN SHIPPING DEVELOPMENTS 


The Trafic World New York Bureau 


HE proposed reorganization of the Munson Steamship Line, 

whereby the International Mercantile Marine Company would 
acquire control of the company and the Munson services would 
be merged with those of the I. M. M., now awaits the approval 
of creditors of the line and that of holders of its bonds and 
debentures. Though consummation of the deal is believed to 
be assured, it is reported that another American steamship com- 
pany stands ready to submit an offer for the Munson Line in 
case the I. M. M. negotiations fall through. 

The Lloyd Brasileiro Line, which has operated as a non- 
conference line in the last year, has rejoined the River Plate 
and Brazil conferences. 

Conference contracts are being mailed by the Brazil and 
River Plate conferences to shippers for signature, carrying an 
arbitration clause as follows: Rates set forth herein are subject 
to change effective at any time after March 31, 1934, upon 60 
days’ notice thereof to the shipper, and new rates are likewise 
subject to change thereafter, but shipper is to be provided at 
all times with firm rates for an advance period of not less than 
60 days. Should circumstances necessitate increasing these 
rates for any period after March 31, 1934, and such increased rates 
are not acceptable to the shipper, shipper may tender notice 
of cancellation of this contract as of the date the increased 
rates go into effect by giving 30 days’ prior written notice of 
such intention. Carriers reserve the right either to accept said 
cancellation or continue under the prior rates on notice to 
shipper not less than 20 days before expiration of the existing 
rates. In the event rates named herein are not increased, this 
contract to remain in full force and effect. 

Rates on all iron and steel articles are to be increased $1 
a ton over February rates by the Brazil and River Plate con- 
ferences, effective March 1, with the usual differentials applying 
to outports. These rates are to remain unchanged through 
January and February. 

Rates on all iron and steel articles are to be advanced $1 
a ton by the Atlantic-Far East Conference, effective April 1, 
1934. 

The full cargo grain trade has appeared to be improving 
somewhat in the last few days and in other trades also there 
were indications of a firmer tone. There were several trans- 
atlantic sugar cargoes reported. West Indies time charters 
were fairly numerous, in spite of recurring rumors as to further 
unsettled conditions in Cuba. The tankers trade, however, had 
a shorter list of fixtures than for some weeks past. 

Grain fixtures included a steamer for 36,000 quarters from 
the St. Lawrence to Antwerp-Rotterdam at 1s 4%4d for May 
loading and another for 28,000 quarters from Philadelphia to 
Cork and Limerick on the basis of 38s for January. Another 
interesting development was an unconfirmed report from Lon- 
don that several steamers had been closed on a freight con- 
tract for fifteen voyages during the open season of navigation 
from the St. Lawrence to the United Kingdom with option of 
Continent discharge. 

Among the sugar cargoes were a 3,500 net ton steamer from 
the north side of Cuba to United Kingdom-Continent at 15s 
for January, and a 3,015-ton vessel from Santo Domingo to 
Marseilles at 13s 6d, also for January. 

In addition to a number of West Indies time charters, this 
division of the market produced one-of a 2,185 net ton steamer 
for a round trip in the United Kingdom-West Coast of Mexico 
trade, delivery Tyne, redelivery West Coast Mexico, at 2s 9d 
for prompt loading. 

Among the rather small list of tanker fixtures were two 
to South Africa, one a 3,996-ton vessel for a clean cargo from 
North of Hatteras to the Capetown-Durban range on the basis 
of 10s for the last half of February, and the other a 4,422-ton 
motorship, also clean, from the Gulf to South Africa, at 12s 
6d for January. 

Continued improvement in the Pacific coast full cargo mar- 
ket situation is noted by the General Steamship Corporation, 
Ltd., in its monthly review of these trades. Despite the holiday 
season, the report states, the market during the month of De- 
cember more than held its own and showed improvement over 
the major gains of the month preceding. As a result, prompt 
tramp tonnage has disappeared from the market and the berth 
lines in foreign trade are running with full export cargoes. 





The outlook for the New Year is for continued improvement, 
as now that a volume of business is once again under way, 
freight rates should also improve, it is predicted. 

Fixtures of wheat and flour to China both on trip and time 
charter were plentiful. Foreign ships secured in the neigh- 
borhood of 11s per ton and American vessels were closed at 
about $3.75 per ton for trips. American owners’ ideas have 
stiffened to about $4 to $4.25 but no business has been reported 
at this figure as yet. There were no full cargoes reported to 
Japan but berth lines booked several full ships at rates of 
about $2.75 to $3 per ton. A number of fixtures to the United 
Kingdom and Continent were also done at about 17s 6d for the 
Continent and 19s for U. K. ports. No intercoastal grain 
business was reported. ; 

One or two lumber cargoes for China were reported fixed 
at about $6.25 a thousand feet and there has been inquiry for 
several million feet for Yangtse River and North China ports. 
It was also reported that three or four full cargoes of lumber 
were fixed for Japan in the neighborhood of $6 a thousand feet 
and prompt space is scarce with heavy demand. Rates in this 
trade are expected to advance. In the Australian trade two 
fixtures were reported, one of them said to have been done 
at about $8 a thousand feet from British Columbia to Sydney. 
The other, on which details were also lacking, was from British 
Columbia to Port Pirie. Intercoastal offerings are light and 
expected to remain so until spring. 

A new full cargo trade in salt was begun in December with 
the charter of a number of American steamers to move salt 
from San Francisco to Vladivostok for December loading. Rates 
were reported to be in the neighborhood of $3.75 per ton f. i. o. 
Further business in this trade is expected to develop. 

Although time charter business on the Pacific Coast was 
mostly for short trips it is felt that fluctuating exchange is re- 
sponsible and many owners have recommissioned laid up fleets 
in expectation of further improvement. 

In the tankers market a good business from California to 
various destinations was done and only lack of prompt tonnage 
prevented more charters. 

Shipping Code 

The final draft of the proposed general code of fair com- 
petition for shipping has been completed by the committee of 
the American Steamship Owners’ Association that has been 
working on it. Ira A, Campbell, counsel for the association, was 
to leave New York January 10 for Washington to present the 
draft to Deputy N. R. A. Administrator W. H. Davis. 

Labor questions are left to the jurisdiction of the divisional 
codes which will be set up by various shipping groups to gov- 
ern their particular trades. The general code provides for 
minimum pay for longshoremen of not less than 30 cents an 
hour, far below the present scale being paid, but the way is 
left open for the divisional codes to increase this minimum. 
Seagoing personnel of American flag ships are also to be gov- 
erned in their wage scales by the divisional codes. 

Another question left to the divisional codes is that of 
limitation of tonnage in operation, the number of sailings in 
specified trades and duplication of services. 

Under the general code a council of three members, to be 
appointed by the President, will act in an advisory capacity to 
the Administrator and members of the shipping industry. One 
member of the council will be from the industry, one from em- 
ployes and one from the general public. 





Representatives of the International Mercantile Marine Com- 
pany and of the Munson Steamship Lines, in connection with 
proposed acquisition of control by the I. M. M. of the Munson 
Line, have discussed with Assistant Secretaries of Commerce 
Dickinson and Mitchell and officials of the Shipping Board 
Bureau of the Department of Commerce matters relating to the 
obligations of the Munson company to the government. Mr. 
Dickinson said the department had noting to do with the mat- 
ter so far as the proposed acquisition of control was concerned. 
Apparently, he said, the I. M. M. wished to obtain from the 
department a definite statement as to the financial relations 
of the Munson Line with the government. 


CUSTOM BROKERS’ CODE 


Benjamin A. Levett has submitted to Charles S. Bell, tech- 
nical adviser on shipping in the National Recovery Administra- 
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tion, for informa] consideration, a proposed code of fair com- 
petition to cover the licensed custom house brokers’ industry, 
together with the constitution of the newly formed National 
Council of Licensed Custom Brokers. Mr. Levett advised that 
custom house brokers intended to withdraw from any code thus 
far proposed for this industry. He has been negotiating in the 
construction of a code for foreign freight forwarders and cus- 
tom house brokers. 

In urging Mr. Bell’s consideration of a separate code for the 
custom house brokers’ industry, Mr. Levett pointed out that the 
activities engaged in by custom brokers were entirely separate 
and distinct from those engaged in by foreign freight forwarders. 


SHIPPING BOARD ATTITUDE 


That there is “quite a feeling” that the Shipping Board is 
not giving its attention to any phases of the shipping situation 
other than the welfare of the steamship companies is a point 
of view that has been put before H. S. Brown, acting chief of 
the division of regulation and traffic of the Shipping Board 
Bureau of the Department of Commerce, by B. C. Allin, direc- 
tor of the Port of Stockton, Calif. 

“There is a feeling,” said Mr. Allin in a letter to Mr. Brown, 
“that the only objective the Shipping Board has had has been 
to stabilize rates and minimize fights between water carriers. 
This, of course, is a very laudable purpose, and one in which 
we are all interested in helping the condition of the shipping 
concerns and in building up the merchant marine, but there is 
very little evidence in any of the cases, complaints, or inves- 
tigations of the Shipping Board in the past years which would 
seem to originate with shippers or to result in decisions by 
the Board favorable to shippers. We do not feel that this 
situation is intentional on the part of the board. We believe 
that the problem confronting the Shipping Board and its de- 
velopment in supervision has required to a certain extent a 
growth not only of authority but understanding, and so far the 
growth has been only to the extent of recognizing the interests 
of the steamship companies, and the shipping public has not 
yet received the attention which it might have. 

“We, of course, feel that the position of the Shipping Board 
was fundamentally wrong from the very beginning in that it 
was the agency of the government looking after the proprietary 
interests of the government in its ship ownership arising out 
of the World War emergency fleet construction, and it was, 
of course, fundamentally wrong to place the Shipping Board in 
the dual position of having a proprietary interest and being a 
regulatory body instead of doing as was done with the railroads, 
namely, in creating an agency separate from the Interstate Com- 
merce Commission to act as the railroad administration.” 

Mr. Allin expressed the opinion that government bodies 
should take steps to see that facilities such as ports and water- 
ways, created at public expense, should be made use of through 
service by water carriers. He suggested that probably one solu- 
tion of the question would be to have an engineer officer of the 
Corps of Engineers a member of the Shipping Board, pointing 
out that the Corps of Engineers was responsible for recom- 
mending to the federal government the large expenditures for 
river and harbor work. He urged that the Shipping Board 
should have in mind first the interests of the shipping public, 
and second, the interests of the steamship companies “and that 
one should not be ignored, as seems to be the case at present.” 


AUTOS ON GREAT LAKES 


Examiner J. A. Russell, of the Shipping Board Bureau of 
the Department of Commerce, in a proposed report in No. 100, 
Oakland Motor Car Co. of Duluth, Minn., vs. Great Lakes Transit 
Corporation, and No. 101, Gray Motor Car Co. of Duluth, Minn., 
vs. Great Lakes Transit Corporation, has recommended award 
of reparation with interest on finding rates charged on trans- 
portation of automobiles from Detroit to Duluth in excess of 
maximum rates on file. 

The examiner said the shipments involved were made in 
October, 1923. <A rate of $35 published as a maximum com- 
modity rate in respondent’s tariff SB-12 was assessed on each 
automobile. Complainants contended that 110 per cent of first 
class, carload, minimum weight 10,000 pounds, was applicable 
under a provision in respondent’s tariff, which provided that the 
class basis would be applied, if lower. The examiner said the 
maximum rate legally applicable on automobiles from Detroit 
to Duluth during the period of time involved in the cases was 
determined in Muir-Smith Motor Co. vs. Great Lakes Transit 
Corporation (Docket No. 29) and Russell S. Sherman, Ine., vs. 
Great Lakes Transit Corporation (Docket No. 32), 1 U.S. S. B. 
138, decided January 31, 1928. In those cases, he said, the 
board found that Rule 34 of the classification was not applicable 
to all-water shipments and that the maximum applicable rate 
was 110 per cent of the first class rate, which, applied to re- 
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spondent’s tariff, made a rate of 93 cents a hundred pounds 
subject to a minimum weight of 10,000 pounds. Respondent, he 


said, agreed at the hearing that that rate was the maximum) 


legal rate applicable to the shipments involved herein. 
The controversy was as to the right of complainants to 
receive reparation. Respondent contended that the complaints 


were not filed by the real parties in interest and also that the 


complaints filed were not “sworn complaints” within the require. 
ment of the statute. 
on these issues. 


of Duluth, paid the charges and was entitled to reparation, and 


that a similar finding be made as to the Duluth Auto Exchange | 


Inc., operating under the trade name of Gray Motor Car (Co 
of Duluth. 


REQUISITIONING OF SHIPS 


Representative Bland, of Virginia, chairman of the mer. 
chant marine committee, has introduced a bill (H. R. 6614) to 
amend section 702 of the merchant marine act of 1928 relating 
to requisitioning of ships in time of national emergency de. 
clared by the President. The bill would amend subsection (a) 
of section 702 to read as follows: 


(a) Any merchant vessel registered, enrolled, or licensed under 
the laws of the United States may be taken and purchased or used 
by the United States for national defense or during any national 
emergency declared by proclamation of the President, or when, in 
the opinion of the President, a national emergency is imminent. 


The legislation was recommended by the Assistant Secre- 
tary of the Navy. The present law restricts requisitions to 
vessels on which government loans have been made or as to 
which there are ocean mail contracts. 


DIRECTOR OF SHIPPING BUREAU 


In announcing the appointment of Henry H. Heimann, of 
Niles, Mich., as director of the Shipping Board Bureau of the 
Department of Commerce, January 10, Secretary of Commerce 
Roper said Mr. Heimann had no shipping connections. 

Since the transfer of the Shipping Board to the Depart- 
ment of Commerce, careful studies, under the direction and 
supervision of the Secretary of Commerce, had been made of 
Shipping Board and merchant marine problems by two con: 
mittees, it was stated. These two committees are: the advisory 
committee to the Secretary of Commerce on Shipping Board 
and Merchant Marine, composed of Admiral H. I. Cone, General 
Charles McK. Saltzman, and Thomas Woodward; and the sub- 
committee on the Shipping Board Bureau of the Business Ad- 
visory and Planning Council, of which sub-committee Mr. Hei- 
mann has been chairman. 

In line with these studies, the Secretary of Commerce said 
these services were being organized as a regular bureau of the 
department and that Mr. Heimann had been appointed Director 
of the Shipping Board Bureau. The departmental advisory com- 
mittee, comprising Admiral Cone, Charles McK. Saltzman, and 
Thomas Woodward, will continue in an advisory capacity to 
the Secretary and to the director of the Shipping Board Bureau. 
The Shipping Board Bureau has not been assigned to an 
Assistant Secretary and will not be so assigned until its organi- 
zation is more completely worked out. Until such time, the 
director of the bureau will report directly to the Secretary of 
Commerce. Continuing, the department said: 


The major fiscal and credit problems facing the Shipping Board 
Bureau have led the Secretary of Commerce to draft Mr. Heimann 
trom his present position as executive manager of the National As- 
sociation of Credit Men, the outstanding credit organization in the 
United States. Mr. Heimann assumes his new duties by and with the 
consent of the board of directors of the association. 

Mr. Heimann was born at Aviston, Illinois, September 26, 15891. 
He attended St. Louis University, St. Louis, Missouri, specializing in 
business administration. After completing his business administra- 
tion course, he engaged in business for several years before reenter- 
ing St. Louis University, from which he was graduated in 1914 with 
the degree of Bachelor of Laws. 

He was admitted to the Missouri bar in 1913 before his gradua- 
tion from law school. After several years’ experience in public ac- 
counting, Mr. Heimann entered the employ of the Kawneer Company 
in Niles, Michigan, in 1917, as general accountant. He served the 
Kawneer Company and subsidiary companies, respectively, as auditor, 
treasurer, and vice president. In September, 1931, while serving as 
president of the National Association of Credit Men, he was selected 
by this organization to serve as executive manager. Previous to this, 
he was national director and vice president of the National Associa- 
tion of Credit Men. Since June, 1933, Mr. Heimann has served as 
secretary of the Business Advisory and Planning Council for the De- 
partment of Commerce. 


FOREIGN-TRADE ZONES 


Senator Copeland, of New York, has introduced S. 2001, a 
bili to provide for foreign-trade zones in ports of entry of the 
United States. 


The. examiner ruled against respondent | 
He said it should be found that Martin Rosen. | 
dahl, operating under the trade name of Oakland Motor Car (Co, | 
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PWA MONEY FOR PORT FACILITIES 


The Public Works Administration has announced allotment of 
loans and grants of money for port facilities at Gulfport, Miss., 
Hueneme, Calif., and Stockton, Calif., as follows: 


Gulfport—The loan and grant is for the sum fo $1,150,000 to the 
city of Gulfport, Harrison county, Mississippi, and the Gulfport 
Port Commission for the construction of a wharf and warehouse with 
cold storage facilities on the west side of the present harbor at Gulf- 
port. Thirty per cent of the cost of labor and material, which totals 
approximately $913,000, is a grant. The balance is a loan secured 
by 4 per cent revenue bonds and a two mill tax levy on the assessed 
valuation of Harrison county. Work can start in 5 months and be 
completed in 12 months, giving 365 men employment during construc- 
tion. 

Hueneme—The allotment is a loan of $1,600,000 to the Hueneme 
Dock Corporation (to be formed), Hueneme, California, a private cor- 
poration for harbor and terminal development comprising channel, 


protected by stone jetties, a central turning basin, wharfage, transit 
sheds, trackage and highway connections. The total cost of the 
project is $2,500,000, and the applicant is to furnish the difference be- 
tween the total cost and the PWA allotment. This loan is secured 
at 5 per cent by closed general obligation bonds. Work can start in 


» 1 month and be completed in 15 months, giving 700 men employment 


during construction. 

Stockton—The loan and grant is for the sum of $230,000 to Stock- 
ton Port District, Stockton, California, for the construction of a cot- 
ton warehouse, installation of a high-density cotton compress, and 
construction of trackage and highway facilities connecting with exist- 
ing railroad tracks and highways. Thirty per cent of the cost of 
labor and material which totals approximately $184,500, is a grant. 
The balance is a loan secured by 4 per cent general obligation bonds. 
Work can start in 1 month and be completed in 3 months giving 300 
men employment during construction. 


CRUDE SULPHUR RATE PROTEST 


The Gulf Intercoastal Conference has asked the Shipping 
Board Bureau, Department of Commerce, to suspend a tariff 
filed by the American Foreign Steamship Corporation, its SB-I 
No. 4, dated to become effective January 27, naming a rate of 
$2.65 a gross ton on crude bulk sulphur, in lots of 5,000 tons, 
from Freeport and Texas City, Tex., to Los Angeles (San Pedro) 
and San Francisco (Oakland), Calif. The conference rate is 
$2.80 a ton. It is alleged that the proposed rate is unreason- 
ably low and if allowed to go into effect will defeat the man- 
date of Congress to promote, develop and maintain an adequate 
merchant marine. 


NATIONAL MARITIME BOARD 


Senator Johnson, of California, offered in the Senate and it 
approved, a resolution (S. Res. 122) requesting the Secretary of 
Commerce, the Secretary of Labor and the Postmaster General 
to confer on the advisability of initiating an American national 
maritime board for promoting the interests of seamen and the 
relations between seamen and steamship operators. 


AMERICAN SHIPBUILDING 


American shipyards were building or under contract to build, 
as of December 1, 1933, for private shipowners, 26 vessels ag- 
gregating 24,925 gross tons, according to the Department of 
Commerce. Six of the vessels, each of 1,000 gross tons or over, 
aggregated 14,600 gross tons. The remainder were under 1,000 
gross tons. 


PANAMA CANAL TRAFFIC INCREASE 


In the six months ended with December, 1933, there were 
2,651 commercial vessel transits through the Panama Canal on 
Which tolls of $11,563,243.40 were paid, as compared with 2,206 
transits and tolls of $9,761,428.14 in the corresponding period 
of 1932, according to information given out at the War Depart- 
ment. 

For December aloné, according to a radiogram from the 
governor of the Panama Canal, there were 496 commercial ves- 
Sel transits on which tolls of $2,204,134.64 were paid, as com- 
pared with 463 transits and tolls of $2,001,692.77 in the preced- 
ing month of November, and as compared with transits of 431 
and tolls of $1,781,940.03 in December, 1932. The December, 
1933, transits and tolls established what might be termed a 
hew high “post-depression” record. In June, 1931, commercial 
transits fell to 336 and tolls to $1,534,793.19, while in August, 
1932, the transits had made a further drop to 314 and tolls to 
$1,440,848.87. 

Panama Canal transit and toll statistics are regarded as 
one barometer, at least, of world business activity. They show 
that since the “low” of August, 1932, the trend has been up- 
ward, with the latest figures approaching those of the “pre- 
depression” period. 


CANAL ACROSS NEW JERSEY 


_ A report on the proposed waterway, described as the New 
York Bay-Delaware River section of the intracoastal waterway, 
extending across the state of New Jersey from the head of 
Raritan Bay, the most westerly arm of New York Bay, to the 
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tidal estuary of the Delaware River below Trenton, about 31 
miles, prepared by the Chief of Engineers of the army, was 
sent to Congress January 10 by the Secretary of War. The 
estimated cost of the project is $210,000,000, with annual cost of 
operation and maintenance estimated at $1,000,000. The Chief 
of Engineers made no recommendation as to the advisability of 
undertaking the work, the act directing that the survey be made 
having asked only for recommendation as to the most desirable 
route, with plans and estimates of cost. 


GEORGIA-FLORIDA CANAL 


When Secretary Ickes was asked, on January 11, about the 
progress of plans to build the so-called Georgia-Florida canal, 
he said the army engineers had not yet reported on whether 
the canal should cut across Florida from the Atlantic to the 
Gulf of Mexico or whether it should be built partly in Georgia 
and partly in Florida. That question was put up to the en- 
gineers when the proposal to spend about $125,000,000 on that 
project was made, 


IMPROVEMENT OF WATERWAYS 


An allotment of $82,000 for repairs to jetties to Miami Har- 
bor, Fla., and of $19,250 for dredging in Galveston channel, 
Tex., has ben made by the Secretary of War. 


THE ST. LAWRENCE CANAL 


The Traffic World Washington Bureau 


Ratification of the St. Lawrence seaway treaty, pending 
in the Senate, became a major issue at the Capitol this week 
when President Roosevelt came out for early favorable action. 
While the President was thinking over the framing of a special 
message to the Senate on the subject, a committee headed by 
Frank S. Davis, of Boston, submitted to the White House the 
protest against ratification formulated at the recent meeting 
held at Philadelphia by delegates from New England, middle 
Atlantic, southern and gulf states. (See Traffic World, Dec. 23, 
p. 1134.) The statement submitted to the President contained 
the resolution adopted by the meeting in opposition to the treaty. 
The President, January 10, sent a message to the Senate advo- 
cating ratification of the treaty. 

The text of the President’s message follows: 


I request the consideration of ratification by the Senate of the 
so-called St. Lawrence treaty with Canada. Broad national reasons 
lead me, without hesitation, to advocate the treaty. There 
main considerations, navigation and power. 

Canada and the United States are possessed of a natural flow of 
water from near the center of the continent to the ocean, a flow 
which throughout the greater part of its length is today available 
for navigation by large size vessels. A system of locks at the 
eastern end of Lake Superior, a dredged channel between Lake Huron 
and Lake Erie, and another series of great locks between Lake Erie 
and Lake Ontario provide free and adequate navigation to a point 
well down the St. Lawrence River. From there, a series of three 
rapids, all of them within a distance of 120 miles, now impede navi- 
gation by ocean-going vessels; but a Canadian canal already provides 
facilities for smaller ships. This Canadian canal now is used sub- 
stantially up to its capacity. 

Two of the three rapids are wholly in Canadian territory; the 
other is in the so-called international section. A great power devel- 
opment at the Beauharnois rapids in Canada is already nearing com- 
pletion and locks for ocean-going ships have been planned for and 
could readily be built at a low cost as part of the plan. 

This means that only two additional series of locks are required 
for a complete and continuous seaway from Duluth to salt water. I call 
your attention to the simple fact that Canada alone can, if desired, 
build locks at the Lachine rapids and at the international sector, and 
thus provide a seaway wholly within Canadian control without treaty 
participation by the United States. This, however, would be a re- 
versal of the policy of cooperation which the United States and 
Canada have continuously maintained for generations. 

I want to make it very clear that this great international high- 
way for shipping is without any question going to be completed in 
the near future and that this completion should be carried out by 
both nations instead of by one. 

I am sending you herewith a summary of data prepared at my 
request by governmental agencies. This summary, in its relation 
to the economic aspects of the seaway, shows from the broad national 
point of view, first, that commerce and transportation will be greatly 
benefited and, secondly, local fears of economic harm to special 
localities or to special interests are grossly exaggerated. 

It is, I believe, a historic fact that every great improvement di- 
rected to better commercial communications, whether in the case of 
railroads into new territory, or the deepening of great rivers, or the 
building of canals, or even the cutting of the Isthmus of Panama, 
have all been subjected to opposition on the part of the local interests 
which conjure up imaginary fears and fail to realize that improved 
transportation results in increased commerce benefiting directly or 
indirectly all sections. 

For example, I am convinced that the building of the St. Law- 
rence seaway will not injure the railroads or throw their employes 
out of work; that it will not in any way interfere with the proper 
use of the Mississippi River or the Missouri River for navigation. 

Let us be wholly frank in saying that it is better economics to 
send grain or other raw materials from our northwest to Europe via 
the Great Lakes and St. Lawrence than it is to send them around 
three sides of a square—via Texas ports or the Mississippi, thence, 
through the Gulf of Mexico and thence, from the southern end of 
the north Atlantic to its northern end. In this illustration, it is 
well to remember that a straight line is the shortest distance he- 
tween two points. 


are two 








PAGE 84 





I am satisfied that the treaty contains adequate provision for the 
needs of the Chicago drainage district and for navigation between 
Lake Michigan an dthe Mississippi River. A special report from the 
chief of engineers of the War Department covers this subject. 

On the affirmative side, I subscribe to the definite belief that the 
completion of the seaway will greatly serve the economic and trans- 
portation needs of a vast area of the United States and should, 
therefore, be considered solely from the national point of view. 

The other great objective provided for in the treaty relates to 
the development of electric power. As you know, I have advocated 
the development of four great power areas in the United States, 
each to serve as a yardstick and each to be controlled by government 
or governmental agencies. 

The Tennessee Valley plants and projects in the southeast, the Boul- 
der Dam on the Colorado River in the southwest, the Columbia River 
projects in the northwest are already under construction, 

The St. Lawrence development in the northeast calls for action. 
This river is a source of incomparably cheap power located in prox- 
imity to a great industrial and rural market and within transmission 
distance of millions of domestic consumers. 

The legislature of the state of New York by unanimous vote set 
up the necessary state machinery during my term as governor of 
New York and the state stands ready to cooperate with the federal 
government in the distribution of power in accordance with what I 
believe is today a definite national policy. 

Power in the international section of the St. Lawrence cannot 
be developed without a treaty between the United States and Can- 
ada. On the other hand, Canada can develop a huge block of 
new power at the two other rapids which lie wholly within Canadian 
territory. Here again, as in the case of navigation, it is better in 
every way that we should maintain the historic principle of accord 
with Canada in the mutual development of the two nations. 

I have not stressed the fact that the starting of this great work 
will put thousands of unemployed to work. I have preferred to stress 
the great future advantages to our country and especially the fact 
that all of us should view this treaty in the light of the benefits which 
it confers on the people of the United States as a whole. 


The “summary of data” referred to by the President in his 
message consisted of a document containing information pre- 
pared by governmental agencies concerned with the develop- 
ment of the Great Lakes and St. Lawrence River—the War 
Department, the Commerce Department, the Federal Power Com- 
mission and the Power Authority of the State of New York. It 
was submitted by Frank R. MecNinch, chairman of the inter- 
departmental board on the Great Lakes-St. Lawrence project. 

In this document the board reviewed much data favorable 
to the construction of the project. It said the navigation project 
was comparable in economic value and importance to the 
Panama ‘Canal. 


As to the navigation phases of the project, the board in 
part said: 


Attention is particularly directed to the fact that, estimating the 
capacity of the present St. Lawrence canals as about 9,000,000 tons 
of commerce annually, it appears that the capacity of the existing 
waterway is largely absorbed by the commerce of today and that, 
with the return of normal conditions, it is likely to be exceeded. 
In 1928 the traffic on these canals amounted to approximately 8,400, - 
000 tons. This may be compared with approximately 10,400,000 tons 
carried through the Panama Canal in vessels of less than 25-foot 
draft in the same year. In 1929 the traffic through the St. Lawrence 
canals declined to less than 6,000,000 tons but it has been steadily 
increasing as a result of the opening of the new Welland Ship Canal 
in 1930 to restricted navigation. It would appear, therefore, that 
the existing 14-foot St. Lawrence canals must be speedily enlarged, if 
serious congestion of commerce is to be avoided. ; 

The annual capacity of the proposed Great Lakes-St. Lawrence 
Seaway is conservatively estimated by the Corps of Engineers at 
25,000,000 tons. In comparing this capacity with the tonnage now 
passing through the most restricted section of the waterway, it 
may be noted that the tonnage of the 14-foot St. Lawrence canals 
increased from approximately 2,000,000 tons in 1908 to 8,400,000 in 
1928. This represents an increase of 320 per cent during the twenty 
years, or at the rate of approximately 16 per cent per annum. It 
will hardly be questioned that the growth of traffic in the enlarged 
channels of the Seaway will be even more rapid than it has been 
in the restricted channels of the existing canals. But even on the 
assumption of the continuance of the past trend, the proposed capacity 
of the Great Lakes-St. Lawrence Seaway would be completely utilized 
in less than twenty-five years. 

The total United States’ share of the cost of completing this 
waterway to open the Great Lakes to ocean-going commerce under 
the Treaty is estimated at $272,453,000, including the development of 
1,100,000 horse power on the United States’ side of the International 
Rapids. Of this it is proposed, under the terms of the joint resolution 
which has already passed the House of Representatives, that $89,- 
726,750 be assumed by the State of New York as representing the 
cost which may fairly be allocated to the power project. This would 
place the total net cost to the United States for the entire project 
under the Treaty, at $182,726,250. 

The annual cost of the Seaway to the United States, including 
interest at 4 per cent, amortization of fifty. years, operation and 
maintenance, is estimated by the Corps of Engineers at $9,300,000. 
This amounts to an annual cost of 7.4 cents per capita for the 
population of the United States and 23.2 cents per capita for the 
Seaway area.... 

The predominance of domestic commerce over foreign is not only 
characteristic of the water-borne commerce of the United States as a 
whole, but also of the various separate coasts and ports. Thus, in 
1930 the ratio of domestic to total water-borne commerce was 82 
per cent for the ports of the Atlantic Seaboard, 70 per cent for 
the ports of the Gulf Coast and 84 per cent for ports of the Pacific 
Coast. The enormous Great Lakes tonnage is, of course, overwhelm- 
ingly domestic. (92 per cent.) 

It is reasonable to believe, therefore, that at least 80 per cent 
of the new traffic that will be developed by the improvement of the 
Great Lakes-St. Lawrence Seaway will be domestic commerce moving 
between the ports on the Great Lakes and the existing ports on the 
Atlantic, Gulf and Pacific Coasts. 

This suggests that the ports on the other coasts will be more 
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largely benefited by the growth of intercoastal commerce moving via 
the Great Lakes-St. Lawrence Waterway than they can be injured 
by changes in the movement of foreign commerce occasioned thereby, 
The Atlantic, Gulf and Pacific ports, with their already important 
movement of domestic water-borne commerce, will have the added 
advantage of direct ocean trade routes to the new Great Lakes. 
St. Lawrence coast serving an area incomparable both as a source 
of products and as a market for the goods produced in other areas, 

In other words, if it be granted that some of the Atlantic and Gulf 
ports may suffer some loss of foreign commerce, which now moves 
through them by a combination of rail and water transportation, this 
disadvantage would be more than off-set by reason of the great in- 
crease in domestic commerce with the Great Lakes-St. Lawrence 
ports which will develop as soon as the seaway is opened for navi- 
gation. 

Potential Commerce Via Seaway 


The completion of the Great Lakes-St. Lawrence Seaway will 
enable 70 per cent of the world’s ocean-going freight cargo tonnage 
to reach the Great Lakes and St. Lawrence River ports which serve 
the important industrial, agricultural and commercial area described 
above. The potential export and import tonnage which will move via the 
seaway, based on 1929 conditions, is conservatively estimated in a spe- 
cial study prepared by the War Department at 13,000,000 tons, and the 
savings in transportation costs as compared with present available 
routes at approximately $79,000,000. 

These conclusions rest on the following analysis: 

The ocean-going merchant marine of the chief maritime nations 
of the world, consisting of vessels of 2,000 tons or over, as of December 
31, 1932, totaled 9,358 vessels with a total tonnage of 51,000,000. Of 
this total 6,938 vessels with a total tonnage of 30,000,000 have a draft, 
fully loaded, of 26 feet or less. 

The freight cargo vessels included in the above total 6,707 vessels 
with a total tonnage of 31,000,000; of this total 5,457 with a combined 
tonnage of 22,000,000 have a draft, fully loaded, of 26 feet or less. 

These figures indicate that approximately 60 per cent of the 
world’s ocean-going tonnage and 70 per cent of its freight cargo ton- 
nage can utilize the proposed seaway to promote the commerce of the 
interior of the continent. 

Possible export and import commerce over the proposed St. Law- 
rence Waterway, based-on 1929 conditions, is estimated at 23,000,000 
tons. Certain corrections arbitrarily made in an effort to be conser- 
vative reduce this estimate to a more probable figure off 13,000,000 
tons. Potential exports via the waterway include wheat and grain 
products, meats and animal fats, manufactured iron, chemicals, au- 
tomobiles, agricultural implements and copper. Potential imports in- 
clude sugar, rubber and rubber substitutes, coffee, bananas, Kaolin, 
vegetable oil, manganese and pyrites. 

Further analysis reveals that as a whole the potential export and 
import trade is fairly well balanced, and that even when broken down 
on a zone basis there is considerable possibility of two-way loading. 
On the basis on which these estimates are prepared partial loading 
through the St. Lawrence canals, for vessels of greater draft than 
indicated by the canal depth, with additional cargo picked up through 
detour to North Atlantic ports, would be economically profitable when- 
ever the additional pick-up exceeded 300 tons. 

An analysis was made of certain commodities which were regarded 
as important potential tonnage for the Great Lakes-St. Lawrence sea- 
way. The present costs of transportation of six export and five im- 
ports commodities were compared with the possible costs that might 
result through development of the proposed seaway. 

These savings and the basis for the figures arrived at are shown 
in detail in the report of the War Department. On the basis indi- 
cated therein, it is shown that in 1929 there might have been moved 
over the proposed seaway a total of exports of 7,741,500 tons with a 
possible saving of $44,810,923, and an import movmeent of 5,742,333 
tons with a possible saving of $34,082,207. It should be noted that 
these figures are for the year 1929 and are obtained on the basis of 
the best possible transportation costs and assuming the most favor- 
able conditions. 

In the comparisons actual vessel costs were used for both pros- 
pective seaway and present ocean transportation. Full vessel loading 
was also assumed and the figures for tonnage were based on com- 
merce for the calendar year 1929. Full allowance in seaway vessel 
costs was made for insurance and pilotage, as well as for a reduction 
in tonnage due to the winter period in which the St. Lawrence will be 
closed to navigation. In using rail rates commodity rates were used 
where available. 

This saving of over $70,000,000 a year affecting both the producer 
and the consumer is based entirely upon foreign commerce. As stated 
above, our water-borne foreign commerce is only one-fifth of the total 
water-borne commerce of the United States. 

It has been impossible to derive from authentic sources the 
amount with origin and destination of purely domestic commerce. 
There are appended in the War Department annex tabulations showing 
existing ocean freight rates compared with published tariffs for land 
transportation. A consideration of the producers’ and consumers’ 
market which will be opened up to deep water transportation by the 
development of the proposed seaway with a comparison of the land 
an docean rates will indicate in some small measure the benefits to 
domestic commerce which will be devoted through the proposed 
improvement. 


Typical savings in such domestic shipments, assuming return 
cargo available, were $5.44 to $12.64 per ton on lumber from Grays 
Harbor, Washington, to Detroit, Michigan; $9.332 per ton on Class 
5 commodities from Philadelphia to Chicago; $84.947 per ton on auto- 
mobiles from Detroit to Los Angeles. 


Coordination of Transportation Agencies 


Adequate appraisal of the proposed seaway must include an at- 
tempt to estimate future traffic requirements of the area affected 
and to allocate such traffic between the seaway and existing trans- 
portation agencies. So far as the various indices afford a basis for 
such an estimate, it is clear that an upward trend is still character- 
istic both of population and of per capita freight traffic. 

Interstate Commerce Commission figures show that railroad freight 
ton miles increased from an average of 167,712,000,000 in the 5 years, 
1901-1905, to an average of 430,378,000,000 for the 5 years, 1926-1930 
and that, with the exception of the abnormal war period the rate of 
increase has been remarkably steady, with no sign of diminution. 
This is significant in view of the fact that recent years have been 
characterized by increasing competition on waterways and highways. 
The trend would indicate a demand for about 650,000,000,000 ton miles 
of freight traffic in 1950, an increase of 200,000,000,000 ton miles as 
compared with the 1929 peak. , 

A similar analysis based on population growth and increase 10 
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per capita ton miles of traffic suggests approximately the same con- 
elusion and warrants the conviction that by 1950 the increase in 
traflic offered to the country’s transportation agencies will be at least 
39 times the probable traffic via the seaway. If the comparison is 
limited to the railroads paralleling the proposed seaway, it appears 
that increased demands for traffic will exceed the potential traffic of 
the seaway at least 10 times over. . 

The seaway, then, cannot be viewed as tending to absorb exist- 
ing railroad tonnage. The problem is in reality one of apportioning 
new traffic in terms of the economic interest of the country. 

This must take account of the fact that increasing traffic has 
meant increasing traffic density rather than increasing the number of 
miles of railroad. This is particularly true of the railroads in the 
eastern district where the density amounted to 3,195,743 ton miles 
per mile of road in 1929 as compared with 1,727,786 ton miles per 
mile of road for the country as a whole, On the eastern trunk lines 
the density of traffic was still greater, amounting to 4,660,584 ton 
miles per mile of road for the Pennsylvania in 1929. 

The period 1920-1929 was characterized by increasing traffic be- 
tween the Atlantic and Pacific coasts via the Panama Canal, esti- 
mated to’ have saved the country upwards of $900,000,000 in freight 
charges as compared with what it would have cost to ship the same 
traftic by rail. At the same time inland waterway commerce was in- 
creasing. Yet in that period the railroads showed the best consecu- 
tive record of dividend payments in their history, and disbursed a 
total of more than $10,000,000,000, or an average of over $1,000,000,000 
a year, in dividend and interest payments. 

“ Detailed analysis shows that the railroads are not burdened with 
excess equipment or facilities. Consequently, to meet the increasing 
traffic requirements of coming years, the country may choose, with- 
out injustice to the railroads, whether investment in opening the in- 
terior to ocean navigation would not be advisable as part of the nec- 
essary increased investment in traffic facilities. 

Analysis of the effect of Panama Canal traffic on the Western 
railroads operating in competition with its shows that the traffic 
through the waterway has been predominantly in heavy, bulky prod- 
ucts of low revenue yield, while on the railroads the proportion of 
relatively higher yield traffic in manufactured articles has tended to 
increase. In spite of the growth of intercoastal shipments through 
the canal, the Western railroads secured an increase both in total 
traffic and in traftic density as compared with the pre-canal period. 

The gross and net income of the Western roads also tended to 
increase, the net income reaching an all time peak of $336,769,396 in 
1929. This represented an increase of 48 per cent over the net income 
of 1913, the peak prior to the canal opening. 

Judging from the experience of the Western roads in competition 
with the Panama Canal, there is no sound basis for anticipating that 
the development of the Great Lakes-St. Lawrence Seaway will in any 
material degree affect adversely either the traffic or the prosperity of 
th Eastern trunk lines that will compete with it. The seaway will 
handle its share of the heavy, bulky commodities and leave the rail- 
roads free to handle manufacturers and other relatively higher yield 
commodities with greater efficiency. This will benefit rather than in- 


jure the roads. 


Senator Wagner, of New York, one of the Administration’s 
principal supporters in its recovery program, occupying the po- 
sition of chairman of the National Labor Board, submitted to the 
Senate a minority report from the foreign relations committee 
opposing the St. Lawrence treaty. 

In view of the far-reaching changes in the economic life of 
the country since 1929, affecting distribution of population, em- 
ployment, domestic industry and foreign trade, Senator Wagner 
asserted it was “astounding that so many people are willing to 
go forward with the St. Lawrence waterway and power project 
on the basis of studies and suggestions made almost a decade 
ago.” 

“In doing so,” said he, “they are paying service to a theory 
of farm aid that has been completely exploded and that has been 
supplanted by a totally different type of agricultural relief. They 
are pursuing a philosophy of foreign trade that was disastrous 
in its consequences and that this country has evinced its intent 
to relinquish by every legislative and administrative act of the 
New Deal. They are striving to improve our transportation fa- 
cilities by the infusion of a new competitive element at a time 
when we know that competition has played havoc with transpor- 
tation and when we are committed to the commencement of a 
great program to unify and coordinate our transportation facili- 
ties. Seldom has any* movement persisted so stubbornly in 
the face of the discrediting of every doctrine which gave it 
birth.” 

Senator Wagner said the cost of the project to the United 
States would be $573,136,000 and not $272,453,000 as estimated 
by the joint board set up by the government on the project. 

The estimate of $272,000,000, he said, omitted elements of 
cost “which common sense and sound business and governmental 
practices should force one to include.” He referred to interest 
charges in the contemplated eight years of construction, the 
likelihood of unanticipated delays, and the cost of harbor and 
port improvements to meet the needs of ocean-going vessels. 

Striking at advocates of the project who had contended that 
the waterway would increase the returns of the wheat farmer, 
the senator said the position of the United States in the wheat 
market of the world had long been a declining one, and as- 
serted that more than 50 per cent of any freight savings on 
account of the water haul would be absorbed by purchasers 
abroad. He also questioned the claim that savings of 8 cents 
a bushel on grain would result in transportation charges if 
the waterway were in use. He said the saving would amount 
to about 2 cents a bushel. 
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“IT am not for a public works undertaking that is extrav- 
agant in conception and foredoomed to constitute an annual 
drain upon the resources of the country,” said he, and added 
that, most important of all, he was not in favor of a public 
works project designed to employ Canadian workmen with 
United States money. 

Declaring that the country had embarked on a sound 
agrarian policy of domestic improvement in agriculture by 
means of production control and domestic price adjustments, 
he said nothing could be more out of step with this new policy 
“than the pursuit of an outworn and illusory cure-all for the 
improvement of American economic life.” 


AIR MAIL INQUIRY 


The Traffic World Washington Bureau 


Switching for the time being from its inquiry into ocean 
mail subsidy contracts to air mail subsidy contracts, the Senate 
committee appointed to investigate the contracts and related 
matters this week “hit” the front pages of newspapers with testi- 
mony of witnesses to the effect that Walter Brown, Postmaster 
General under the Hoover administration, had had destroyed by 
fire official and personal files in his office. Referring te this 
testimony Mr. Brown, in a statement, said he had only re- 
moved his personal files from the office and that none of the 
files relating to either ocean mail or air mail contracts were in 
his office. Matters of that sort, he said, were in the hands of 
the Second Assistant Postmaster General. He said he had 
ordered an accumulation of personal mail burned. 

James Maher, stenographer to the former Postmaster Gen- 
eral, said he had personally burned letters and papers, under 
instructions from Kenneth McPherson, Postmaster General 
Brown’s secretary. 

Other witnesses heard by the committee included Paul Hen- 
derson, vice-president of United Air Lines; Thomas H. McKee, 
who was unsuccessful in efforts to obtain an air mail contract 
for the Wedell-Williams air service; and Erle Halliburton, air 
operator, who said he had been forced to sell out to the Avia- 
tion Corporation. 

Mr. Henderson, formerly an assistant Postmaster General, 
testified as to the set-up of aviation companies and persons 
identified with them. He was questioned as to awarding of air 
mail contracts without bidding by the extension of existing 
lines. He thought the Postmaster General had the authority 
to extend lines without bids but he did not think that the 
Postmaster General should have used that power to extend 
lines to all parts of the country. 

A gift of 25,000 shares of stock of Transcontinental Air 
Transport in 1928, valued at the time at $250,000, to Charles A. 
Lindbergh was testified to before the Senate committee. 

In addition he was paid a salary of $10,000 a year by T. A. T. 

D. M. Sheaffer, chairman of the executive committee of T. A. 
T., in which the Pennsylvania Railroad is interested, was ex- 
amined by committee members. The gift of stock to Lindbergh 
was for valuable services, it was stated. 


AIR TRAFFIC 


Scheduled air transport lines operating in continental United 
States carried 34,775 passengers in November, 1933, according 
to Eugene L. Vidal, director of aeronautics, Department of 
Commerce, who received reports relative to operations from 23 
of the 24 companies operating in the month. 

The reporting lines flew 3,705,851 miles, carried 145,889 
pounds of express, and flew 13,248,354 passenger miles in 
November, 1933. A passenger mile is the equivalent of one 
passenger flown one mile. 

Comparisons of figures for November, 1933, with those for 
September and October, 1933, and with those for November, 1932, 
are given in the following: 


Sept.,1933 Oct., 1933 Nov., 1933 
Number of companies oper- 


Nov., 1932 


RD - #Sapereesecceenseenes 24 23 24 31 
Number of companies re- 

DEE: dsscadstasdsseeases 24 23 23 31 
Passengers carried......... 56,830 50,413 34,775 30,671 
Express carried (pounds)... 130,635 151,135 145,889 88,573 
SS rae rr 4,439,453 4,459,812 3,705,851 3,643,717 
Passenger miles flown...... 21,515,361 19,356,220 13,248,354 9,102,082 

AIRPLANE “FLIVVERS” 


Secretary of Commerce Roper has authorized the appoint- 
ment of a committee of leaders in American aeronautics to 
serve in connection with the development of an inexpensive, 
volume-produced airplane for private flying. The Public Works 
Administration recently announced the allotment of $500,000 
to the aeronautics branch of the Department of Commerce for 
this development work. The membership of the committee is 
as follows: 
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Eugene L. Vidal, director of aeronautics of the Department of 
Commerce, chairman; Colonel J. Carroll Cone, representing the Na- 
tional Aeronautic Association; Amelia Earhart; Dr. George W. Lewis, 
National Advisory Committee for Aeronautics; Robert B. Renfro, 
editor ‘‘The Sportsman Pilot’’; Leighton Rogers, Aeronautical Cham- 
ber of Commerce; Fred L. Smith, National Association of State 
Aviation Officials; Edward P. Warner, Society of Automotive Engi- 
neers; and Al Williams, American Petroleum Institute. 


Mr. Vidal said that the immediate problem confronting the 
committee was to recommend the best method for obtaining mass 
production of low-priced airplanes for private flying purposes, 
and at the same time see to it that the present builders of 
private planes would benefit from the project. 

Twenty-two of the leading manufacturers of airplanes in 
the United States, represented in the Aeronautical Chamber of 
Commerce of America, Inc., have adopted a resolution support- 
ing the proposal of Eugene L, Vidal, director of aeronautics in 
the Department of Commerce, to develop a new, low-priced, 
quantity production airplane with the assistance of public 
works funds provided by the government to foster private flying. 


AIRPORTS INCREASE 


There were 2,188 airports and landing fields in the United 
States on January 1, 1934, an increase of 71 since January 1, 
1933, according to the aeronautics branch of the Department 
of Commerce. These figures do not include new airports which 
are being established in the various states by the state Civil 
Works Administration committees. A total of 637 of the air- 
ports of record January 1 of this year were fully or partially 
lighted for night use. 

On January 1, 1934, there were 563 municipal and 652 com- 
mercial airports; 265 Department of Commerce intermediate 
landing fields, 550 auxiliary fields, 55 Army and 18 Navy air- 
dromes and stations, and 85 miscellaneous government, private 
and state airports and landing fields, a total of 2,188. 

On January 1, 1933, the division was as follows: 549 munic- 
ipal, 621 commercial, 352 intermediate, 476 auxiliary, 51 Army, 
15 Navy, and 53 miscellaneous government, private and state air- 
ports and landing fields, totaling 2,117. 

California led all other states in the number of airports 
and landing fields on January 1, having a total of 211, while 
Texas was second with 144. Ohio, with 117, occupied third 
place. Texas, in addition to having the second largest total, 
had the largest number of municipal airports, 52. Pennsylvania 
led in number of commercial airports with 70. Alaska had the 
largest number of auxiliary fields, 71. 


POSTMASTER GENERAL’S REPORT 


The gross deficiency of revenues in the federal postal 
establishment in the fiscal year ended June 30, 1933, was $112,- 
374,892.53 as compared with a gross revenue deficiency of 
$205,550,511.09 for the fiscal year 1932, according to the annual 
report of Postmaster General James A. Farley. In explanation 
of the fiscal condition of the department, the department said: 


The amount expended during the year for shipping and commer- 
cial aviation subventions was $45,264,945.57; the postage value of the 
mail service performed free for Congress, the courts, and the ex- 
ecutive departments of the government was $15,335,035. These and 
certain ‘other items separately classified under the act of June 9, 
1930, providing for the segregation of non-postal items contributing 
to the deficiency of the postal revenues, aggregated $61,691,286.59, and 


had the effect of reducing the gross revenue deficiency from $112,- 
374,892.05 to a true deficit, embracing postal transactions only, of 


$50,683,605.46. This compares with a net deficit of $152,246,188 during 
the preceding fiscal year. 

The department estimates that, from the data in its possession, 
had the 2-cent postage rate been continued the receipts from first- 
class mailings during 1933 would not have exceeded $257,000,000 by 
comparison with the sum of $332,000,000, which was actually col- 
lected. A revenue gain of $75,000,000 as a result of the higher rate, 
after allowing for all losses and diversions directly attributable to 
the rate increase, is considered a conservative estimate. 


The Fiscal Year 1934 


From the revenue returns of the first months of the year, the 
department estimates that its income for the fiscal year 1934, unless 
there should be a_ substantial increase of volume, will be in the 
neighborhood of $570,000,000. This reduction from the income of 
$587,600,000 reported for 1933, is largely due to the reduction of the 
postage rate on local first-class matter from 3 to 2 cents, which oc- 
curred on July 1, 1933. The anticipated decrease in receipts by rea- 
son of the 2-cent local rate will, however, be more than compensated 
for by the further reduction which will be made in expenditures 
which, under the economy legislation together with the program of 
rigid economy which was instituted with the change of administra- 
tion in March, are not expected to exceed $630,000,000.. This figure 
includes $41,750,000 for subsidies to the shipping and aviation indus- 
tries. If allowance is made for these non-postal outlays, and for the 
mail service rendered free for the various governmental activities, 
the postal budget for the year will be brought into approximate 


balance, 
The Fiscal Year 1935 


The department believes that as business conditions improve it 
can look forward to a gradual increase in the volume of the mails. 
Should present rates of postage be continued during the fiscal year 
1935, 


the revenues for that year can be conservatively estimated at 
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$585,000,000, an increase of $15,000,000 over the anticipated receipts 
for the current fiscal year. 
absence of further legislation, 


matically be restored to 2 cents on July 1 next. 


the letter postage rate will auto. 
Should this occur 


the revenues for 1935 can scarcely be expected to exceed $525,000, (Wy | 
unless there should be a substantial improvement in business. It is § 


to be remembered also that the reduction in postal expenditures tp 
the figure of $629,000,000 now estimated for 1934 has been made 
possible largely by certain temporary provisions of the economy leg. 


islation, all of which, unless reenacted, will cease to be effective at F 


the end of the current fiscal year. The lapse of these provisions, 


embracing a percentage cut in compensation rates and substantial © 


It is to be noted, however, that in the J 










reductions in certain allowances, will add $86,000,000 to the depart. 7 


ment’s annual charges, or, in other words, will increase its expen- 
ditures in 1935 from approximately $629,000,000 to approximately $715,. | 
It follows, of course, that in the absence of further legisla- 9 
tion the department will be unable to escape a gross revenue deficiency 


000,000. 
of almost $190,000,000 during the fiscal year 1935. 


Air Mail Service 


At the beginning of the fiscal year the total length of the 


air mail routes was 27,062 miles. The total expenditure for 


air 
No new air mail routes were established during the year, but 
a number of changes were ordered, according to the depart- 
ment, which added: 


The factor of safety in planes of the air mail service has its 
best index in fatalities to pilots and losses of mail. During the year 
there were 8 fatalities to pilots in flights with mail aggregating 
35,909,811 miles, or 1 fatality to each 4,488,726 miles flown. On these 
flights there were 6,741,788 pounds of mail carried and the percentage 
of loss is represented by the fraction 0.000306. 

The average cost per mile for transportation the past year was 
54 cents as against 62 cents for 1932, and 79 cents for 1931. 





AIR TRANSPORT BILL 


Senator McNary, of Oregon, has introduced S. 1987, a bill 
to develop American air transport services, to encourage the 
construction in the United States by American capital of Amer- 
ican airships or other aircraft for use in foreign commerce, and 
to make certain provisions of the maritime law applicable to 
foreign commerce by airships or other aircraft. Similar legis- 
lation was advocated at previous sessions of Congress by the 
senator. 


CIVIL WORKS AIRPORT PROJECTS 


More than 51,000 men are employed on 476 CWA airport 
and landing field projects in 41 states, according to reports 
received by the aeronautics branch of the Department of Com- 
merce from its state aeronautics supervisors. Information on 
seven states was missing, presumably because applications for 
assistance had not been submitted or approved. 


The reports showed that of the 476 projects, 226 were new 
landing fields, while 250 were improvements at existing airports. 
Minnesota led with 63 projects, and 6,248 men employed. Florida 
came second with 43 projects and 4,600 men employed. 

The construction and conditioning work is undertaken on 
municipally-provided ground at cities or towns which either 
have no landing facilities or have inadequate fields. The pur- 
pose of the program is to provide increased employment and 
at the same time to stimulate private flying. The work is being 
performed under the direction of State Civil Works adminis- 
trators as local civil works projects and all requests for as- 
sistance are submitted to these officials. 


IMPROVEMENT OF HIGHWAYS 


One hundred per cent of the public works highway funds 
provided for in section 204 of the national industrial recovery 
act has been awarded by Kansas in projects ready to begin or 
started by contract or day labor, according to the Bureau of 
Public Roads of the U. S. Department of Agriculture. 

“In the whole country, work advertised for contract or 
started by day labor employed directly by the highway author- 
ities involved 63.9 per cent of the $400,000,000 provided for 
public works highways under section 204 of the national in- 
dustrial recovery act,” said the bureau reporting as of December 
30. 

“Awards of 4,494 projects at an estimated total cost amount- 
ing to $232,490,000 have been made out of a total of 5,287 
projects advertised for contract or to be constructed by state 
forces involving an estimated total expenditure of $273,849,000. 

“On December 30, there were 129,346 men employed on 
public works highways under construction on 2,752 projects 
with funds from the federal public works appropriation pro- 
vided for in section 204 of the national industrial recovery act. 
The estimated cost of work under construction on December 30) 
was $159,575,000. 

“There were 476 projects, involving a total expenditure of 
$11,772,000 reported by the Bureau of Public Roads as com- 
pleted on December 30. Of these 46 were completed during the 
week ending December 30, 1933.” 


oo, 


mail service for the fiscal year amounted to $19,454,980.53, © 
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MOTOR REGULATION BILL 


The Traffic World Washington Bureau 


2%. Chairman Rayburn, of the House committee on interstate 
~ and foreign commerce, January 12 introduced in the House a 
pill to regulate the transportation of passengers and property by 
> motor carriers operating on the public highways. 

3 Hearings on the measure will be begun Wednesday, January 
17, before the House committee. 

Chairman Rayburn said the bill was modeled on H. R. 10288, 
which was passed by the House in the second session of the 
Seventy-first Congress. That bill, however, applied only to 
pusses. Since the passage of the bus bill in the House, said 
> Chairman Rayburn, there had been a great increase in freight 
ar Fi transportation on the highways, with a corresponding increase 
ng — in the demand for regulation of freight truck operations. 





-s 2 “This comes from the public, from competing transportation 
~ — agencies, and from established responsible truck operators,” 
as BF) said he. “This bill, accordingly, has been drawn to cover both 


passenger and freight carriers.” 
The bill provides for regulation by the Commission, which 
' would utilize the state commissions, the scheme of regulation 
ill | being the same as that provided in the bus bill passed by the 


1e & house. Certificates of convenience and necessity would be re- 
y- — quired of freight common carriers as well as passenger Car- 
iq @ viers. Carriers in operation January 1, 1933, would get certifi- 
19 & cates if they established bona fide operation. Contract carriers 
s. — would have to obtain permits to operate, but a showing of pub- 
.e — lic convenience and necessity would not be required as to them. 


Regulation of common carrier rates is provided for. Chair- 
man Rayburn said the bill gave complete power to the Com- 
mission to prescribe exact maximum and minimum rates. Contract 
carriers would file their rates with the Commission and could 


‘t B not change them except after notice. The Commission could 
8 | suspend such rates and fix minimum contract rates. 

1- Consolidations and mergers would be subject to approval 
0 — of the Commission. Powers of the states with respect to tax- 
r — ation, police powers, and intrastate rates, would be reserved 


to the states. 


TRUCKERS FOR REGULATION 


Some sixty representatives of the larger motor transport 
common carrier operators in fifteen central western states gath- 
ered in Chicago January 12 to effect the permanent organization 
of a national association representative of the over-the-highway 
freight carriers. The meeting was in response to a call sent 
out following a previous meeting in Chicago January 2 (see 
Traffic World, Jan. 6, p. 39), of a group of common carrier 
operators, including a number of those responsible for the crea- 
tion of the American Highway Freight Association, which lost 
its identity at the time the present association of all types of 
motor truck operators, the American Trucking Associations, 
Inc., was formed. 

Sponsorship and advocacy of federal regulation of over-the- 
highway freight services was given as the reason for forming 
the new association in the call that went out in advance of the 
meeting, and expressiohs of those in attendance indicated that 
such regulation was in high favor among the operators present. 
No action toward creating the permanent national association 
of common carrier operators had been taken up to noon the 
day of the meeting, but the name of the National Highway 
Freight Association was tentatively chosen at the preliminary 
Chicago meeting January 2. 

General approval of the bill sponsored by the National As- 
sociation of Railroad and Utility Commissioners, which the 
former American Highway Freight Association had a hand in 
drafting, and which was introduced in the House by Congress- 
man Rayburn, January 12, was expressed by a number of those 
Present at the meeting. A separate organization of the com- 
mon carrier operators was said to be necessary if they were 
to have any voice in enactment of national legislation govern- 
Ing highway operations, in view of the stand taken by the 
American Trucking Associations, Inc., in opposition to federal 
regulation. Attention was called to a statement issued by the 
existing association (elsewhere in this issue), stating that it 
would oppose at this time any effort to bring about federal 
rezulation of the trucking industry. 

Code activities of the A. T. A. were commended and 
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speakers from among the common carrier group repeatedly as- 
serted that the new organization should make every effort to 
keep it clear that it was not “breaking away” from the large 
association, but was set up for the purpose of protecting the 
interests of the common carrier group, in so far as they were 
different or distinct from those of the trucking industry gen- 
erally. 

In opening the meeting, J. L. Keeshin, president of Keeshin 
Motor Express, Chicago, sitting as temporary chairman, asserted 
that, at the time, there was no organization in the country to 
give voice to the common carrier highway operator. “The 
American Trucking Associations, Inc., is opposed to federal 
regulation,” he said. “We want it. We have only a small voice 
in the existing national association, and the only way we can 
hope to see that our interests are adequately protected is through 
the creation of our own organization.” 

He declared that, from the time the first steps were taken 
to bring the American Highway Freight Association into exist- 
ence the motor transport operator had had a fight on his hands 
to keep the truck manufacturer and others not directly interested 
in transportation from dominating their activities. “They are in 
it stronger than ever,” he asserted. “The common carrier op- 
erator, under the existing set up, is just an orphan out in the 
cold. Unless we stand up for our own industry we will get the 
worst of it. There should be an organization that can go down 
to Washington, representing the actual transportation trucking 
industry, that can get behind legislative proposals we approve 
and can fight those we think are unfair and opposed to our in- 
terests.” 


TRUCK LEGISLATION OPPOSED 


“The trucking industry wants an opportunity to work out its 
own salvation under its code of fair competition without inter- 
ference from federal regulation,” says a statement issued by 
American Trucking Associations, Inc. “Furthermore, it wants 
certain restrictions placed by Congress on the railroads so that 
the latter may not continue their destructive practices of 
‘chiseling’ rates to undercut their truck competitors. 

“These and other requests were embodied in a memorial 
approved by the directors of the American Trucking Associa- 
tions, Inc., and sent to General Hugh S. Johnson, Federal Co- 
ordinator of Transportation Joseph B. Eastman, and members of 
the Senate and House committees on interstate commerce. 

“In opposing federal regulation of their industry at this 
time, the truckers contend that the code, now before General 
Johnson for approval, will provide the necessary regulation to 
bring about stabilization in the industry. Because of the far- 
flung nature of the trucking business and the millions of opera- 
tors so engaged, they believe more effective control can be 
exercised through the medium of the code than can be accom- 
plished by a centralized federal agency.” 

“There is not sufficient data available anywhere,” said Ted 
V. Rodgers, president of the association, ‘on which to predicate 
intelligent regulation of the trucking industry. The code will 
furnish such data. Under the code a closer degree of organiza- 
tion of operators will be developed, which is an essential pre- 
requisite to effective regulation of the industry. 

“The code will reach into every hamlet of the nation, giving 
control to local divisional groups under every type of operation, 
such as would be physically and financially impossible under any 
existing federal agency. The cost of regulating the industry 
will be borne by the members of the industry and will not be a 
drain on the treasury of the United States. 

“The industry can be better policed and regulation better 
enforced through the administration of the code authority than 
through federally-imposed legislation. Any regulation proposed 
at the present time contemplates the placing of the industry 
under the Interstate Commerce Commission. 

“The supervised regulation provided for in the code fur- 
nishes the industry the means by which it can stabilize itself 
much more effectively and sooner than can be accomplished by 
bureaucratic or Interstate Commerce Commission control.” 

Continuing, the statement said: 


The American Trucking Associations, Inc., it was explained, is 
a national organization, representative of 108 regional, state and local 
associations of motor truck operators. Its affiliate associations list 
among their members operators not for-hire as well as operators for- 
hire, common and contract carriers, over-the-road haulers, local dray- 
men, specialty carriers and the various other operators engaged in the 
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trucking business, The national association estimates that approxi- 
mately 2,000,000 operators, employing about 3,500,000 workers and 
having investment close to $5,000,000,000, will be subject to the code 
of the trucking industry. 

Because of recent practices of many railroads in reducing their 
rates to levels considerably below truck rates, under the guise of 
‘“‘meeting truck competition,’’ the association will urge upon Con- 
gress the enactment of the necessary legislation to restrict the Re- 
construction Finance Corporation in making loans to railroads when 
such railroads have in force rates ostensibly adopted ‘“‘to meet truck 
competition” but which are not remunerative. 


“The railroads have launched a vicious campaign of rate- 
cutting,” Mr, Rodgers said, “at a time when truckers are stabiliz- 
ing their rates under a code of fair competition, thus proving 
their loyalty to President Roosevelt’s recovery program. Most 
of these cut rates are non-compensatory; the railroads cannot 
continue them in effect for any length of time without drawing 
on the federal treasury—the taxpayers’ money—for additional 
loans. There can be only one purpose behind this program of 
‘chiseling’ and that is to drive truck operators out of business. 
It is clearly evident that with 3,500,000 workers in this business, 
the railroad cut-rate war will play havoc with President Roose- 
velt’s reemployment and recovery program. 


CODE BUS REGULATIONS 


Power of state commissions with respect to regulation of 
bus operations in connection with administration of the motor 
bus code of fair competition is discussed by John E. Benton, 
general solicitor of the National Association of Railroad and 
Utilities Commissioners, in a bulletin sent to members. Inves- 
tigation has led Mr. Benton to the conclusion that, under the 
code and administration thereof, “each state commission is 
apparently in a position, as to new bus operations, to prevent 
both intrastate and interstate operations, if it shall make clear 
its denial of authority to engage in intrastate transportation.” 

“The code of fair competition for the motor bus industry 
attempts to supply the regulation of interstate motor busses 
which Congress has failed to give,’ said he, adding that the 
bus operator has unsuccessfully sought federal regulation at 
the hands of Congress and had seized the chance at regulation 
afforded by the national industrial recovery act through adop- 
tion of a code of fair competition. 

“This code aims to restrict new operations by restoring to 
the state commissions the same power to determine whether 
new bus operations shall be begun in their respective states 
as those commissions exercised before the Buck vs. Kuykendall 
and Bush vs. Maloy cases were decided by the Supreme Court 
of the United States in 1925,” said he. “This is done by pro- 
viding that any new operation must be registered with the 
Code Authority, and must be accompanied by a certified copy 
of an intrastate certificate or permit for each and every state 
in which carried on ‘authorizing intrastate transportation along 
the route or routes of such new operation.’ The design of this 
code provision is to make it impossible to register, even for 
interstate business alone, unless the applicant has been au- 
thorized to do an intrastate business along the line of the pro- 
posed new operation.” 

The time for registration of operations and routes existing 
within 30 days after approval of the code has expired. There- 
fore, under the code, those proposing new operations must 
comply with the code provisions. Conitnuing, Mr. Benton says: 


Assuming the validity and enforcement of the code provisions 
mentioned, there can be no new motor bus operations in any state 
either in intrastate or interstate commerce unless intrastate service 
has been authorized by the commission of that state. * * * 

What I have said has no application to motor truck operations. 
The proposed motor truck code has not yet been approved, and it 
contains no provisions similar to those of Article VII of the motor 
bus code. Furthermore, what I have said has no application in a 
state where intrastate motor bus operations may be carried on with- 
out procuring a certificate or permit from state authority. As _ to 
any such state, sub-paragraph (c) of paragraph (3) of Article VII 
provides that the Administrator may grant exemption from the re- 
quirement that a state certificate be obtained. The same sub-para- 
graph also provides that the Administrator may likewise grant ex- 
emption in any case where the refusal of a certificate or permit for 
state operation “has been clearly unreasonable and worked undue 
hardship.’’ 

This latter provision was inserted in the code at the instance of 
the Administrator, after he received the code from representatives 
of bus operators who drew it. I am advised by the Code Authority 
that the intent of the provision ‘is not to give to the Code Authority 
or to the Administrator the right to permit intrastate operations with- 
out a certificate of convenience and necessity,’’ but rather to enable 
the Administrator to permit purely interstate service to be rendered 
notwithstanding intrastate service is not authorized, if the Adminis- 
trator is of the opinion that the denial of the right will work undue 
hardship. I am informed that it was thought that control over inter- 
state business ought not to be surrendered to state authorities ab- 
solutely; but that the Code Authority (and it is believed the Adminis- 
trator) will be very slow to disregard a state commission decision. 

I am advised that the intent of the provisions of Article VII of 
the code was to make registration under the code contingent upon 
the granting by state authority of the right to engage in intrastate 
transportation upon the routes in question, with the purpose that the 
state commission should exercise complete discretion as to granting 
or withholding the same. 
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The granting of a certificate authorizing operation upon the high. 
ways between intrastate points for the transportation of interstate 
traffic only does not entitle the operator receiving the same to regis. 
ter under the code. This point has been explicitly ruled upon in a 
recent California case, in which the operator refrained from asking 
authority from the state commission to do intrastate business, but 
sought leave to operate intrastate to ¢arry interstate passengers only, 
The California Commission granted the right to operate, saying that 
it had no authority to refuse commission permission to conduct an 
interstate business. Presenting the certificate so obtained to the Code 
Authority, the oparator claimed the right to register; but the Cod 
Authority made the following formal ruling: 

“That before an operator can establish any new operation or ex- 
tend any existing operation after October 31, 1933, he shall secure 
therefor a certificate of public convenience and necessity or a permit 
authorizing him to do an intrastate business along such new route or 
extension, in compliance with the law of each state in which opera- 
tion is proposed.”’ 

Registration was refused, and the operator was advised that the 
Code Authority would move to prevent operation should it be at- 
tempted without registration. 

This is the ruling under which the Code Authority will proceed, 
unless reversed by the courts. Accordingly, each state commission 
is apparently in a position, as to new bus operations, to prevent both 
intrastate and interstate operations, if it shall make clear its de- 
nial of authority to engage in intrastate transportation. If it thinks 
the operation should be permitted it will grant authority to engage 
in intrastate transportation, and otherwise it will make clear its re- 
fusal to grant such authority, and will call any new operation which 
it has not authorized to the attention of the Motor Bus Code Author- 
ity, for its action. 


FRUIT AND VEGETABLE DISTRIBUTION 


The “itinerant” truckman came in for denunciation at the 
hearing in Washington this week on the proposed code of fair 
competition for the wholesale fresh fruit and vegetable dis- 
tributive trade. 

Regulation of such truckmen is urgently necessary if the 
existing machinery for distribution of fruits and vegetables is 
to continue, according to Horace’ H. Herr, speaking for the 
National League of Commission Merchants. 

Some truckers, said Mr. Herr, were legitimate business 
men, and trucking was a legitimate and economic way of mov- 
ing produce to markets in many cases, but the man who picked 
up a load of merchandise and then dumped it on any market 
where he could realize the purchase price plus trucking wages 
for himself should be regulated. 


TRUCK COMPETITION ON SAND, ETC. 

To permit establishment of reduced rates on sand, gravel 
and crushed stone, to meet truck competition, the Illinois Central 
Railroad Company has petitioned the Commission for modifica- 
tion of its order of January 12, 1932, in No. 21939, and related 
cases, sand, gravel, and crushed stone from Indiana and Illinois 
points to destinations in Illinois. 

The petitioner requests reconsideration as to the rate of 65 
cents a ton prescribed from Merom, Ind., to Robinson, Ill. It 
said since the issuance of the report and order there had been 
a marked increase in the movement of sand, gravel, and crushed 
stone by trucks. Investigation had developed, it said, that to the 
territory along its line between Merom, Ind., and Newton, III, 
including Robinson, Ill., the movement of sand and gravel had 
been entirely by truck from local pits and petitioner was convinced 
that it was faced with a loss of considerable tonnage if the 65-cent 
rate in question remained in effect. It represented that there 
soon would be under construction 12 miles of concrete highway 
near Newton, IIl., requiring approximately 17,400 tons of gravel, 
which could be transported via the Illinois Central if the rail 
line was permitted to provide a rate to meet truck competition. 
It proposed a rate of 45 cents a ton, which it said would result in 
a total cost of $1.26 a cubic yard as against the truck rate of 
$1.25 a cubic yard. 


STORE-DOOR DELIVERY 


Objecting to an innovation in the 260-mile free pick-up and 
delivery service proposed by the Chicago, Indianapolis & Louis- 
ville, the Pennsylvania has asked the Commission to suspend 
supplement No. 1 to C. I. & L. I. C. C. No. 4546, dated to be- 
come effective January 15. The Pennsylvania said that it was 
making the objection and request with considerable reluctance. 
But, it said, because of the importance of the matter it felt 
constrained to lay before the Commission considerations it 
deemed essential that the Commission should have before it. 

The Monon made effective, on December 7 a pick-up and 
delivery service exactly the same as that put into effect on 
December 1 by the Pennsylvania and several other carriers. ID 
the supplement mentioned the Monon proposes to establish free 
pick-up and delivery service on traffic local to its line regardless 
of the 260-mile limitation. The Pennsylvania said that while 
it did not assume that its own collection and delivery service 
necessarily represented the ultimate solution of the problem, 
it submitted that that plan, now being in effect, it should be 
given a reasonable period of test free from the necessity of 
the Pennsylvania, having to make serious changes therein to 
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meet competition of substantially different collection and de- 
livery services such as the Monon would be. 

Attack on the Pennsylvania’s store door delivery plan has 
been made by truckmen of Ohio in equity No. 4855, Ohio Asso- 
ciation of Commercial Haulers et al. vs. Pennsylvania, Inter- 
state Commerce Commission, United States of America, et al., 
filed in the federal court for the northern district of Ohio, east- 
ern division, at Cleveland. Although the bill was filed on Jan- 
uary 5 and the Commission was named as a party to the litiga- 
tion, the Commission, five days after the filing of the bill, had 
not been notified of the proceeding, which is for an injunction 
forbidding the use of the rates which went into effect on Decem- 


'ber 1 on the Pennsylvania, Erie, Grand Trunk, Nickel Plate 
' and some other roads. 


The Cleveland Cartage Co. and the Con- 
solidated Cartage & Storage Co. are also named as defendants. 
They are carters in Cleveland and other cities, serving the 
railroads. 


The complainants say that their case concerns matters 
involving the laws of the United States, namely, the interstate 
commerce act, the Sherman and Clayton anti-trust acts, the 
national industrial recovery act and the codes of fair competition 
adopted thereunder, the “interference and confiscation by the 
defendants of the complainants’ private property without due 
compensation and/or due process of law, and in violation of the 
fifth amendment to the Constitution of the United States, the 
interference by the said defendant railroad and trucking com- 
panies, with the tacit approval of the Interstate Commerce 
Commission . . . with the collection of taxes by the state of 
Ohio and the several sovereign states, the engaging of the said 
defendant railroad companies in interstate commerce in acts 
ultra vires to their corporate charters and foreign to their 
business, and concerns, further, the inalienable rights at law 
and in equity of the complainants herein not to be damaged by 
the said defendant railroad and trucking companies without 
due process of law, and through inequitable restraint of trade 
and unfair competition.” 


The bill says the complainants seek to obtain an order of 
the court decreeing that the Interstate Commerce Commission 
suspend the operation of the freight tariffs in question. It 
alleges that the collection and delivery tariffs violate those 
parts of the interstate commerce act which prohibit the grant- 
ing of special rates, rebates and other devices of unjust dis- 
crimination and preference, in that the “railroad companies in 
the tariffs have arbitrarily determined and defined certain deliv- 
ery areas and having provided for special privileges for shippers 
residing in those areas, in prejudice to other shippers residing 
in similar but contiguous areas.” The bill also alleges the tariffs 
are further unlawful in that they provide for a charge of six 
cents a hundred weight for freight lower than second class to 
be paid by shippers or receivers of freight on connecting lines 
not parties to the tariffs. 


The complaining truckmen allege that the charges for the 
delivery are less than the cost and are therefore bound to cause 
impairment in the efficiency of the service of the railroads, in 
loss of profits to the railroads and shippers, receivers and con- 
signees of merchandise. They allege that the trucking com- 
panies are accessories to the defendant railroad companies in 
the violation of the rights at law and in equity of the com- 
plainants and in violation of the Constitution of the United States 
and the acts of Congress relating to the operation of the rail- 
road. 


Another allegation is that the railroads have no legal author- 
ity to engage in the trucking which brings them into competi- 
tion with the complainants. They also deny the sufficiency of 
the proceedings before. the Commission which preceded the 
refusal of that body to suspend the collection and delivery 
tariffs. 


Reporting on nearly five weeks of operation under store- 
door collection and delivery tariffs at a meeting of the Atlantic 
States Shippers’ Advisory Board, in New York, January 4, Walter 
8. Franklin, vice-president in charge of traffic of the Penn- 
sylvania, said results at that time offered no conclusive answer 
to the question as to whether the service was justified. He 
added, however, that “it seems to us highly probable that the 
principle of store-door collection and delivery is sound and is here 
to stay as a permanent feature of American railroad service.” 

In the first few days of the service, he said, from 5 to 8 
per cent of the less-carload waybills of the company specified 
collection and delivery... That had increased to the point that, 
at the time he spoke, waybills specifying collection and delivery 
Were more than 20 per cent of the total. On December 1, the 
first day of the service, 613 waybills specified collection and 
delivery, while on January 2 the number was 3,822. 

The service had been inaugurated “to keep step with the 
demand of modern progress and to give the public the benefit 
of improvements in the science and art of transportation,” he 
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asserted, and not to take business from the rail competitors of 
the Pennsylvania. 

“One of the recent developments in industry has been the 
migration of many small plants from central locations, or from 
the vicinity of railroad facilities, to outlying districts,” he 
explained. “By that course the industries gain the advantage 
of cheaper real estate and lower taxes. Their employes have 
less rent to pay and healthier and more attractive living condi- 
tions. 

“This movement probably would never have taken place but 
for the fact that the truck has catered to the needs of the small 
shipper. If any railroad does not want that business back, all it 
has to do is to let matters remain as they have been. On the 
Pennsylvania we want and need it. Our bid for the business is 
a joint truck and rail service which will provide all the con- 
venience of through trucking, with the added advantage of rail- 
road responsibility and the far greater dependability of the rail- 
road for the city-to-city haul. 

“This new service is not a device for taking business from 
other rail carriers. On the contrary, as we explained to the 
Commission, we hope the other lines will join us in this experi- 
ment. We have invited them to do so. We stand ready to 
cooperate with them to the fullest extent.” 





Doings of the Traffic Clubs 





Archibald J. Wolfe, editor of Export Trade and Finance, 
New York, was the speaker at the monthly meeting of the Traffic 
Club of Newark at the Newark Athletic Club January 8. His 
subject was “More and Better Cargoes in 1934.” A forum meet- 
ing will be held in the club quarters in the Newark Athletic 
Club January 25 and the annual dinner will ge given there 
February 1. 





At the first annual meeting of the Women’s Traffic Club 
of Baltimore, December 13, Miss Marie E. Neussell was elected 
president. She served as secretary dur- 
ing the first year of the club’s existence, 
just past, and her energy and initiation 
were responsible for some of the major 
activities of the year. The only posi- 
tion she has ever had has been with 
the Biddle Purchasing Company, a na- 
tionally known buying organization. In 
these years, which have numbered 
about ten, she has made many contacts 
for her company and has attached to 
herself a host of friends. Though a 
busy person, she is said never to be 
too busy to do a good turn for a 
friend—in fact, serving others is her 
hobby. All signs point to a successful 
year under Miss Neussell, The other 
officers are: Miss Lillian E. Wilms, 
vice president; Miss Helen R. Becker, 
secretary, and Miss Edith M. Bell, treasurer. 





The new officers were installed by the Traffic Club of Jack- 
sonville at a luncheon meeting at the Mayflower Hotel Jan- 
uary 8. Committee reports were heard and the announcement 
was made that the club was beginning the new year with 
eight new members. A resolution commending the retiring 
president, Robert J. Warrick, for his services in the last year 
was presented to him on parchment. 





The Transportation Club of Evansville will hold a meeting 
at the Vendome Hotel January 17 at which James Ed Hyde, of 
California, psychologist and character analyst, will speak on 
“What Speed Is Doing to Us.” Dinner will be served and there 
will be entertainment. 





At luncheon of the St. Louis Traffic Club in the Jefferson 
Hotel January 8, the membership passed, unanimously, resolu- 
tions in opposition to government ownership of railroads and to 
the ratification of the Saint Lawrence waterway treaty. The 
club now has a membership of more than seven hundred rep- 
sentatives of industry and transportation, residing within the 
metropolitan area of St. Louis and East St. Louis. The resolu- 
tions are to be transmitted to the Missouri and Illinois congress- 
men and senators. Carl Giessow, traffic director of the St. 
Louis Chamber of Commerce, addressed the club on the water- 
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way treaty.. He stated that, though the United States would 
be required to provide most of the funds for the project, the 
majority of the work would be done with Canadian labor and 
material, and indicated aggressive opposition of the Chamber 
of Commerce to the program. 


The Transportation Club of Buffalo recently held its annual 
election at the Hotel Buffalo and the following were elected to 
the board to serve for three-year terms: C, E. Heidenburg, 
traveling freight agent, Grand Trunk-Canadian National; J. F. 
Lepine, traffic manager, Ralston Purina Company; A. L. Nash, 
representative, Delaware, Lackawanna & Western; W. H. 
Schwartz, traffic manager, Great Atlantic and Pacific Tea Com- 
pany; R. F. Schwindeman, general manager, Universal Carload- 
ing and Distributing Company. The new board met December 
22 and appointed William J. Sheridan, assistant general freight 
agent, Baltimore and Ohio, to succeed James J. Hailey, traffic 
manager, Niagara Alkali and Electro Bleaching Gas Companies, 
as president of the club. Other officers appointed were: First 
vice-president, B. F. Conway, division freight agent, Erie; 
second vice-president, T. L. Francis, traffic manager, Eastern 
States Milling Company; secretary-treasurer, Melchor B. Mason, 
retired. The new officers are formulating plans for an increased 
membership drive and have nearly completed arrangements for 
an “Off-Line Agency Noon Day Luncheon” to be held at the Hotel 
Buffalo January 18. Ganson Depew, president of the Buffalo 
Chamber of Commerce, will be the speaker. Samuel B. Botsford, 
executive vice-president of the Chamber of Commerce, and 
Police Commissioner James W. Higgins will be guests. Twenty- 
five new members accepted since the first of the year will be 
welcomed. 


The Portland (Ore.) Industrial Traffic Club has elected the 
following officers: President, F. E. Lord, Cutler Manufacturing 
Company; vice-president, A. T. Brown, Honeyman Hardware 
‘Company; secretary, E. F. Waller, George Lawrence Company; 
treasurer, W. A. Erickson, Shell Oil Company; directors, F. S. 
Clay, Kerr, Gifford Company; J. M. Harder, Consolidated Supply 
Company; J. F. Meyer, W. P. Fuller and Company. A joint 
installation of officers with the Portland Transportation Club 
will be held at the Red Steer January 13. 


W. J. Sheridan, the new president of the transportation club 

of Buffalo, began his railroad career as a messenger for the 

Lehigh Valley Railroad at Buffalo, N. Y., 

in 1898 and was gradually promoted 

until he was appointed district freight 

agent at Sayre, Pa., and subsequently 

to Geneva, N. Y. He resigned March 

17, 1912, to accept a position in the 

same capacity with the Buffalo, Roches- 

ter and Pittsburgh Railway, which led 

to positions in Montreal, Que., Toronto, 

Ont., and Detroit, Mich., until 1918. In 

the war period he was not accepted for 

draft, but occupied the position as traf- 

fic manager of the Denby Motor Truck 

Company for two years, and was then 

western sales manager for a Cleveland 

coal company. In 1922 he resigned and 

resumed work for the Buffalo, Roches- 

ter and Pittsburgh Railway in Detroit, 

and in 1926 he was made general west- 

ern freight agent in charge of both Detroit and Chicago 

offices. November 1, 1928, he was transferred to Buffalo and 

February 1, 1930, was appointed assistant general freight agent 

of the Buffalo, Rochester and Pittsburgh Railway, now a part of 
the Baltimore and Ohio Railroad System. 


New officers of the Portland (Ore.) Transportation Club are 
as follows: President, W. F. Holtbuer; vice-president, G. W. 
Broadbridge; secretary-treasurer, D. Nielson; directors, C. J. 
Roper, A. C. Nielson, G. F. Ehlen, C. G. North, C. T. Spooner and 
George Dick. 


The Pacific Traffic. Association held a meeting at the Palace 
Hotel, San Francisco, January 9. E. Tilden Mattox, district 
compliance director, NRA, spoke on “Progress of the NRA.” 


The Women’s Traffic Club of San Francisco will hold its 
monthly meeting at the Western Women’s Club January 18. 
Dinner will be served and there will be a speaker. Dr. Herman 
de Fremery, consulting phychologist, will talk on “The Psychol- 
ogy of Happiness and Emotional Control.” 


The Birmingham Traffic and Transportation Club will meet 
at the Thomas Jefferson Hotel January 15. Colonel Robert R. 
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McCormick, publisher of the Chicago Tribune, will speak 
“The Road Ahead.” 


“Today in Washington” will be the subject of Senator Davij 
A. Reed, when he addresses the York Traffic Club at its annua] 
banquet at the Hotel Yorkstowne January 18. Humor will be 
supplied by Con McCole, “The Capital Story Teller,” whose sub. 
ject will be “Black Diamonds.” 


“Horse Power and Horse Sense” will be the subject of ay 
address by Harold G. Hoffman, New Jersey commissioner oj 
motor vehicles, who will be the speaker at a luncheon meeting 
of the Traffic Club of New York at the Pennsylvania Hotel 
January 17. 


Fred A. Rohsenow, the new president of the Fort Worth, 
Tex., Traffic Club, is traffic manager there of Montgomery Wari 
and Company. He was born in Chi. 

cago, August 6, 1892, and attended 

school there. His railroad experience 

began in 1906 in the freight claim de 

partment of the Illinois Central Rail. 

road at Chicago. He completed one of 

the first correspondence courses in traf. 

fic management with the LaSalle Exten. 

sion University and entered the claim 

department of Sears, Roebuck, and 

Company in 1912. He began work in 

the traffic department of Montgomery 

Ward and Company in 1918. In 1921 

he assisted in the establishment of the 

claim prevention bureau of the Alton 

Railroad, returning to Montgomery 

Ward and Company in 1926 in the gen. 

eral traffic department, under L. E. 

Muntwyler, the present general traffic 

manager. In the spring of 1932 he was 

promoted to traffic manager of the southern region at Ft. Worth. 


The twelfth annual dinner dance of the Traffic Club of 
Sioux City will be held at the Warrior Hotel January 24, There 
will be a program of entertainment. 


The St. Lawrence seaway project was said to be “designed 
for a power supply that no one wants and a transportation 
agency that no one needs,” by J. M. Fitzgerald, vice-chairman, 
Committee on Public Relations, Eastern Railroads, the speaker 
at the eighth annual dinmer of the Traffic Club of New Orleans 
at the Hotel Roosevelt January 6. He asserted that sound co- 
ordination of transportation agencies could not take place with: 
out a frank approach to the problem along economic, rather than 
selfish, lines. 


The Transportation Club of Decatur will hold its monthly 
meeting January 18. There will be entertainment all day at 
Monty’s Club and dinner at the Canton Tea Garden. Golf driv- 
ing, pool, cards, and ping-pong are on the program. 


The Women’s Traffic Club of St. Louis was organized at 4 
meeting January 3. It now has fifty-one members and plats 
its first social and business meeting for January 18. Sarah 0. 
Seamer, of the Women’s Traffic Club of Greater New York, 
assisted in organization of the club. The following officers have 
been elected: President, Martha Moore, editor, Frisco Employes’ 
Magazine; vice-presidents, Freda Harke, Universal Carloading 
and Distributing Company, and Martha Meehan, George Kilgen 
and Son; secretary, Evelyn Puckett, National Carloading Com- 
pany; treasurer, Laura Walker, Santa Fe. 


The Traffic Club of Fort Worth held “commencement exel- 
cises” for its outgoing and incoming officers at the Texas Hotel 
January 8. 


Officers were installed by the Traffic Club of Wichita at its 
annual dinner at the Innes Tea Room January 9. H. W. Roe, 
president of the Associated Traffic Clubs of America, was the 
speaker. Ladies were invited. 


The Traffic Club of the Bronx Board of Trade held its first 
meeting of the year in the Board of Trade rooms January 12. 
Jack Edelberg, solicitor for the Utility Trucking Corporation 
and a member of the club, spoke on “Motor Truck Operation.’ 


The Traffic Club of Denver held a meeting dt the Daniels 
and Fisher Tea Room January 12. Dinner was served. 


The twelfth annual meeting and election of the Traffic Club 
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In 1873 fastest trains 
made the trip between New 
Orleans and Chicago in approx- 
imately 57 hours—Over the 
same route today, running time 
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Christmas Eve—December 24, 1872—the first train ever 
to make the through run between New Orleans and Chi- 
cago was ferried across the Ohio River at Cairo, Illinois. 
The ambition to link North and South by rail was realized. 


Illinois Central had come to the financial assistance of the 
“Cairo Extension,” in order to complete the link between 
Illinois Central at Cairo and the Mississippi Central and 
New Orleans, Jackson and Great Northern lines. 


This event opened an eventful epoch in the entire Mis- 
sissippi Valley. Just as Illinois Central contributed to 
building up the State of Illinois between 1850 and 1870, 
so its influence was extended to advance farming methods, 
develop natural resources and stimulate commercial life 


south of the Ohio River. 


It has played a most important part in the growth of the 
great port of New Orleans. 


Sixty years ago Illinois Central System was the first and 
only railroad between Chicago and New Orleans. Illinois 
Central System is still the first and only single railroad 
operating between the Great Lakes and Gulf of Mexico. 
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A recent importation of 9,000 pounds 
of Holland flower bulbs, diverted from 
New York to Houston, saved the 
southwestern consignee $150.00 in 
freight charges. Why allow your 
import shipments to be entered thru 
other ports when Houston offers direct 
steamship service with rates compar- 
able to those quoted by lines serving 


the North Atlantic. 


When making purchases insist on 
quotations for delivery via Houston. 
We will gladly furnish ocean rates, 
handling and customs entry charges 
upon request. 


J. Russell Wait 


Director of the Port 
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of Atlanta will be held at the Atlanta Athletic Club January 16, 
Carl R. Gray, Jr., vice president and general manager, C. St. P 
M. & O., will be the speaker. His subject will be: “Is the Irop 
Horse Apace With the Times?” There will be dancing and 
entertainment. 


The Transportation Club of St. Paul will hold its annual 
election January 16. The new officers will be installed at the 
annual dinner in the St. Paul Hotel January 18. A stage show 
and other entertainment are planned for the dinner. The 
weekly luncheon of the club was held at the Hotel Lowry Jan. 
uary 9, with Stafford King, state auditor, as the speaker. 


The Traffic Club of Dallas held a luncheon meeting at the 
Adolphus Hotel January 8. A film, “Out to the Sea on Rails,” 
was shown by Seatrain Lines. Officials of that company, mem. 
bers of the board of the Dallas Chamber of Commerce, and 
other civic leaders were guests. 


Governor Albert G. Schmedeman, of Wisconsin, will be the 
speaker at the twenty-ninth annual dinner of the Milwaukee 
Traffic Club at the Hotel Schroeder January 18. John M. Niven, 
attorney, will be toastmaster and the invocation will be by the 
Rev. A. H. Lord, of St. James Episcopal Church. Approximately 
fifty railroad executives will be guests at the speakers’ table. 
The Milwaukee American Legion band will furnish music. 


The annual meeting and election of the Cincinnati Traffic 
Club will be held at the Hotel Gibson January 27. There will 
be a brief resume of activities in the last year, in addition to 
election of new officers. The annual dinner has been set for 
February 7. Two tickets of nominees have been presented, both 
of which are headed by F. E. Luebbe, Kroger Grocery and 
Baking Company, presidential candidate. 


The monthly meeting of the Transportation Club of Des 
Moines, at the Hotel Fort Des Moines, January 15, will be spon- 
sored by the Wheeler Lumber, Bridge and Supply Company and 
the White Line Transfer and Storage Company. Dinner will 
be served and there will be a “stag” party following the meet- 
ing. Edmund Miller, of Koch Brothers, will speak at the meet- 
ing on the attitude of Europe toward the United States. 


Personal Notes 


Harvey Allen has been appointed assistant freight traffic 
manager, Missouri-Kansas-Texas of Texas, with headquarters 
in Dallas. 

H. J. Adell has been appointed chief of the tariff bureau, 
Wheeling and Lake Erie and the Lorain and West Virginia, with 
offices in Cleveland. 

W. R. Wheeler has been appointed traffic manager, Graybar 
Electric Company, New York. The titles of general traffic 
manager and freight traffic manager have been discontinued. 

Richard K. Mellon, of Pittsburgh, has been elected a direc 
tor of the Pennsylvania, succeeding his father, R. B. Mellon, 
who died, whose term would have expired in 1937. 


ATLANTIC STATES BOARD 


Officers elected at the meeting of the Atlantic States Ship- 
pers’ Advisory Board, in New York, January 4, are as follows: 
General chairman, C. R. McCarey, traffic manager of the Her- 
cules Cement Corporation, Philadelphia; first alternate general 
chairman, Frank Rich, traffic manager, J. C. Penney Company; 
second alternate general chairman, C. H. Rolf, traffic manager, 
Budd Manufacturing Company; general secretary, A. C. Welsh, 
traffic manager, Brooklyn Chamber of Commerce. 


ACADEMY OF ADVANCED TRAFFIC 


The educational activities of the American Freight Traffic 
Institute, which have been under the direction of Harry 4G. 
Williams, president and founder of the institute, have been 
absorbed by the Academy of Advanced Traffic, New York. The 
academy will carry on these activities in the field of resident 
traffic training. Mr. Williams will occupy a post on the advisory 
board. 


BUREAU OF SAFETY REPORT 
The Commission has issued the report of W. P. Borland, 


director of the Bureau of Safety, to the Commission for the 
fiscal year ended June 30, 1933. 
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Pennsylvania Railroad’s new Freight Service 


beg | as at your platform 


4 Pese’s a railroad whose less-than- 
| carload freight service neither begins 
) hor ends with the rails. 
| The Pennsylvania reaches all the 
» Way from your door to your cus- 
§ tomers’ doors in 2,000 cities and 
|) towns. Just call your Pennsylvania 
| freight agent. You don’t have to 
bother about pick-up and delivery. 


ALL YOU DO 


That’s part of his job now. He is the 
only agent with whom you deal. His 
bill—the only bill you pay. 


COLLECTIONS are made right 
at your door by trucks that are 
under contract to the Pennsylvania 
Railroad. RAIL HAULS by fast Penn- 
sylvania freight trains serve as the 
most efficient link between your 
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city and your consignee’s. TRUCKS 
AGAIN enter the relay to speed your 
shipment from your customer’s 
station to his home, factory or store. 


This complete door-to-door service 
can simplify your particular ship- 
ping problems considerably. Phone 
your Pennsylvania freight agent for 
the full details now. 


IS TELEPHONE— 
PENNSYLVANIA RAILROAD DOES THE 


REST 










































PORT 
ALBANY 
Newest Inland 
North Atlantic Seaport 


Within 250 miles there reside :— 


One-third of the population of the United States. 
The richest producing population in the United 


States. 
The greatest consuming population in the United 
States. 


Harbor—30 ft. deep with 1,000 ft. turning basin; 
143 miles from sea. 


Channel—27 ft. deep; in unobstructed tidal river. 
Docks—5,000 ft. with shipside trackage. 
Sheds—Sprinkler protected fireproof construction. 
Grain Elevator— 13,000,000 bu. storage. 
Accessible to 85% of world’s ocean carriers. 


Port District Railroad connecting with trunk rail- 
roads serves water front. 


Industrial Area—pavement, water, sewers, power 
and rail facilities. - 


For complete information address: 


Albany Port District Commission 


74 Chapel Street, Albany, N. Y. 
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Questions and Answers 


N this column will be answered questions of both legal and practical 
nature that confront persons dealing with traffic. A specialist on inter. 
state commerce law, who is a member of our legal department, will give 
his opinion in answer to any simple question relating to the law of interstat, 
transportation of freight. A traffic man of — experience and wide knowl. 
edge will answer questions agrees hy practical traffic problems. We do not 
desire to take the place of the traffic man but to help him in his work. 
The right is teserved to refuse to answer in this column any question, 
legal or traffic, that it may appear to us unwise to answer or that involves 4 
situation too complex for the kind of investigation herein contemplated. If, 
more comprehensive answer to a question is desired than is thought proper for 
this column, the department will answer it by letter for a reasonable charge, 
No attention will be paid to anonymous communications or questions 
from non subscribers. 
Address Questions and Answers Department, 
Traffic Service Corporation, Mills Building, Washington, D. C. 





Delivery by Carrier—What Constitutes 


Wisconsin.—Question: Referring to your answer on page 
1048 of the Weekly Traffic World of May 27, 1933, under the 
caption “Delivery by Carrier—What Constitutes.” 

Will you please advise whether or not the question involved 
has ever been adjudicated in any court in the state of New York’? 
If so, kindly let us know what the final decision of such court 
was. 


Answer: In Lewis vs. N. Y. O. & W., 104 N. E. 944, and | 


Porter vs. P. R. R. Co., 215 N. Y. S. 727, this question was in- 

cidentally involved, but was not the main issue in the cases. 
We are unable to locate a decision of the courts of New 

York in which this question was the principle point in issue. 


Tariff Interpretation—Application of Intermediate Clause on 
Shipments Moving from Point in Canada to a Point in the 
United States 


-Alabama.—Question: Would the Interstate Commerce Con- 
mission have jurisdiction in connection with a formal com- 
plaint involving a straight overcharge on shipments moving 
from a Canadian origin to a point in the South, said complaint 


to involve the application of a through rate under an inter. [ 


mediate origin note published by the Canadian Pacific Railroad? 


Under the various decisions of the Interstate Commerce Com- | 


mission, the intermediate origin note could undoubtedly be 
made to apply to the movements which we have in mind, but 
the Canadian Pacific Railroad takes the position that the in- 
termediate origin note is not applicable and that since both 
the intermediate origin and the more distant point are located 
in Canada, the decisions of the Interstate Commerce Commission 
have no bearing even though through rates are published and 
participated in by carriers in the United States, including the 
Canadian Pacific. In other words, could an order be issued 
against the carriers operating in the United States even though 
the tariff controversy involves two origins on the Canadian 
Pacific in Canada? 

Answer: In Duluth Iron & Metal Co. vs. Director General, 
89 I. C. C. 343, the Commission said that in United Paper 
Board vs. C. N. Rys., 75 I. C. C. 7338, it found that the provi- 
sions of the fourth section of the act apply where the point 
of origin is in an adjacent foreign country and the interme 
diate and more distant points of destination are in the United 
States. 

Again, in Watab Paper Co. vs. Canadian National Railway 
Co., 152 I. C. C. 265, the Commission said: 

In the absence of specific through routing by the shipper it was 
the duty of the carriers to forward the shipments over the cheapest 
reasonable route. Conf. Ruling No. 214 (c). Defendants admit that 
if the three shipments had originated in the United States they 
properly would be found to have been misrouted because of failure 
to forward them over the cheaper International Falls route; but they 
contend that as the contract of carriage was made in Canada the 
conference ruling mentioned above can not be applied. Under de- 
fendants’ theory there can be no award of reparation on account 
of misrouting of a shipment originating in Canada and destined to 
a point in the United States, even though the misrouting occurs 
south of the border. We can not agree with that theory. The ques- 


tion of misrouting did not arise until the shipments reached Warroad, 
a point in the United States. 


We are unable to locate a decision in which the question 
you raise was specifically at issue, but the inference seems to 
follow from the decisions in the cases cited above that the 
Commission would not assume jurisdiction where the more 
distant point and the intermediate point are both located in a 
foreign country. 


Tariff Interpretation—Application of Combination Rule Where 
Through Rate in Effect Via Specified Route, But Not All 
Routes Between Specified Points 


Michigan.—Question: We take it, that from the direct 
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Ean cm € «em AW AT SUA 


Lackawanna freight moves fast and on schedules as dependable 
as those of its crack passenger fliers. Two points vital to the 
shipper whether his goods are perishable or not. He can 
depend upon Lackawanna service to deliver his shipments at 
the point of demand in the shortest possible time. 

The modern speedster, pictured above, is one of the reasons. 
Only such titans of power and speed,..costly as they are...are 
_ good enough to meet the exacting demands of the Lackawanna’s 
superb freight service. Satisfied shippers will give you addi- 
tional reasons why they have always preferred the Lackawanna. 


- For Speed . 
and 


Dependability 


LACKAWANNA 





Lackawanna 
Railroad 





|] THE TRANSPORTATION CRISIS 


By G. Lloyd Wilson, Ph.D. 
Professor of Transportation, Wharton School of Commerce, University of Pennsylvania 

The book opens with a clear but somewhat startling statement of the present transportation revolution. Then follows 
a statement of the present transportation facilities in this country and the immense investments involved. Chapters follow 
giving the history and present status of railroad transportation, coastwise shipping, intercoastal trade, inland waterway 
transportation, electric railway, passenger and freight transportation, and air, gas, motor transportation, electric railway, 
passenger and freight transportation, and air transportation. Then follows a consideration of motor and railroad compe- 
tition, followed by the railroad crisis and investment situation. The author then considers in a series of illuminating 
chapters whether railroad freight rates are obsolete and whether the present railway regulation policy is antiquated. 
Finally he offers a planned transportation system which, curiously enough, is much like the plan being proposed now by 
the United States Government. $3.00. 
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[| | ECONOMIC CYCLES AND CRISES 
By William C. Schluter 

Late Professor of Finance, Wharton School of Finance & Commerce, 
University of Pennsylvania 

The book contains specific suggestions for a system 

of economic self-government for business functioning 

through a National Economic Council as is being just now 

yo. by the government for a permanent N. R. A. 

$: 


[] SALES MANAGEMENT TODAY 


By John Russell Doubman 
Professor of Merchandizing, University of Pennsylvania 
The world has changed since 1929. Selling and sales- 
manship have completely changed. This book, just pub- 
aa deals with the new order and the new methods. 


[] AMERICAN COUNTY GOVERNMENT 


By Arthur W. Bromage 
Professor of Political Science, University of Michigan 
County government is in confusion. $7,000,000,000 a 
year is spent out of taxes in carrying on local government. 
This book is an exhaustive consideration of the whole 
problem. $3.00. 


[] WHAT WE ARE AND WHY 


By Laurence H. Mayers, M.D. 
Professor of Medicine, Northwestern University 
A book on behaviorism as caused by the Endocrine 
glands, with over 80 illustrations. $3.00. 
“All parents ought to read this book. So also ought 
physicians and all others who have anything to do with the 
welfare and training of children.”—New York Times. 


| SEARS PUBLISHING COMPANY, 


381 Fourth Avenue, New York City. 


Send me postpaid the books marked with a cross in 
| the square for which I enclose payment in the amount 
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STARRETT LEHIGH 


BUILDING 





Look Before You Locate 


Starrett Lehigh Building, bounded by West 26th and 
West 27th Streets and 11th and 13th Avenues, New 
York City, affords an excellent location for manufac- 
turing and distribution. 


IT HAS — 
® Lehigh Valley Railroad freight terminal on street level. 
Freight elevators direct to platform in rail yard. 


* Truck elevators to all floors with convenient truck pits, 
offering street floor facilities throughout the building. 


* Floor areas, 52,000 to 124,000 sq. ft. Smaller units may 
be leased. 


© Low insurance rates. 
® Live steam for manufacturing purposes. 
® Fast passenger elevators. 


® Restaurant and barber shop. 


INVESTIGATE THE ADVANTAGES OF THIS BUILDING 


You will find it easily adaptable as your Eastern manu- 
facturing and distributing plant, sales and display 
offices. It is situated on wide thoroughfares in the 
center of Manhattan. 


Nationally-known concerns, already occupants of the 
building, have been able materially to lower their New 
York operating costs and at the same time increase 
their efficiency. You, too, can save here. 


Starrett Lehigh Building 


D. R. CROTSLEY, Manager, 601 West 26th Street 
Telephone: CHickering 4-0297 
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positive answer in the first paragraph of your answer t 
“Michigan,” on page 1094 of the Traffic World of December 1 
which question had reference to the answer to Texas, on page 
960 of the Traffic World of November 25, that the Combinatioy 
Rule, as carried in Agent Jones’ Tariff No. 228, US-1, is not 
applicable over a route over which a through class rate is iy 
effect. 

According to our interpretation of the informal opinion 
of the Commission in regard to the application of Agent Jones’ 
No. 228, this combination tariff (Agent Jones’ 228), is appli. 
cable even though there is a class rate in effect via such route, 
Of course, the through class rate would have to be more than 
the combination or sum of the full commodity rate factors 
untreated by Jones’ 228. 

While there may be some exceptions, it has been our ex. 
perience that a through class rate on lumber is considerably 
higher than the sum of commodity rate factors untreated. 

We take from Texas’ question referred to above, that the 
through class rate is in excess of 47% cents. 

Answer: We are not aware of any ruling of the Commis. 
sion in which this question has been at issue, but in numerous 
cases the Commission has held that the combination of ‘in. 


termediates can only be applied in the absence of a through § 


rate. This ruling the Commission has applied as to the use 
of the combination rule. See Thornton-Claney Lumber Co. vs, 
M. & O. R. R. Co., 118 I. C. C. 25. In this case the Commission 
said: 

It is also clear that the existence of the goint rate prohibited 
the use of the combination rule. It is equally clear that the rates 


as published did not constitute a departure from the aggregate-of- 
intermediate clause of the fourth section because the combination 


rate treated by the so-called combination rule is not an aggregate é 


intermediate rates within the meaning of that section, 
Ry. Co., 89 I. C. C. 356, 357. 


of the 
McLeod vs. T. & P. 


While in this case the joint through rate was, we under- 7 


stand, a commodity rate, we do not believe the Commission 
would make any distinction in its ruling whether the joint 
through rate be a commodity or a class rate. 


Rates—Reasonableness of 


Louisiana.—Question: Item 4320, of Agent Johanson’s 
Southwestern Lines’ Tariff 200, I. C. C. 2369, provides for the 
application of the Monroe, La., rates to the points specified 
from points in Texas named in the tariff. Alexandria, La., is in- 
cluded in points of destination on the Missouri Pacific. This 
point is also located on the Louisiana & Arkansas and the 
Texas & Pacific Railways, and the distance via these two lines 
is considerably shorter than via Monroe and the Missouri Pa- 
cific. On traffic to Alexandria proper is it not a violation of the 
act for the L. & A. and the T. & P. to assess higher charges 
than those named in the above mentioned item, the higher 
rates being published in Section 2 of the tariff and that section 
alternates with section 4? 


Answer: The mere fact that the rate applicable via the 
route which includes the Missouri Pacific Railroad as the des- 
tination carrier is lower than the rate via routes which include 
the other carriers named by you does not, in itself, prove that 
the rates via the routes other than the route to which the 
Missouri Pacific is a party are unreasonable. Pratt & Lambert 
vs. Pa. R. R. Co., 140 I. C. C. SSi. 

The Commission has, however, held that although no pre- 
sumption of unreasonableness attaches to the rate over a pal- 
ticular route because a lower rate applies over another route, 
a shipper is not to be denied nor deprived of a reasonable rate 
over a particular route merely because he could have secured 4 
lower rate by the use of another route. Keickhefer Container 
Co. vs. C. M. & St. P. Ry. Co., 142 I. C. C. 550; Evans Milling 
Co. vs. B. & 0. HR. K., 148 1. C. C.. W. 





Digest of New Cdmplaints 


No. 26276. Sub. No. 1. Lion Oil Refining /Co., El Dorado, Ark., VS. 
cc. a. 1. & PB. et al. 

Tank carload rates and box carload rates, gasoline, kerosene 
and naphtha, between Pearson, El Dorado, Norphlet and Smack- 
over, Ark., and Memphis, Tenn., in violation section 1 and from 
Baton Rouge and New Orleans, La., to Memphis, Tenn., prejudicial 
and discriminatory in violation section 3. Asks cease and desist 
order and rates. (P. G. Anderson, t. m., El Dorado, Ark.) 

No. 26318. The Ohio Mushroom Co. et al., Lima, O., vs. B. & O. et al. 
Charges in violation sections 1 and 3, manure, Chicago, IIl., to 
Lima and Columbus Grove, O., as compared with rates to points 
in Northwestern Ohio. Ask cease and desist order, rates and 
ety (H. E. Weldgen, practitioner, 1202 Lima Trust Bldg. 
ima, O. 
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ABOUT YOUR 
IMPORTANT SHIPMENTS 


When you have a special shipping job, where speed 
and safety are essential, call on Railway Express. As 
soon as our truck has left your door, you can forget 
that shipment. You can be sure it will be handled 
swiftly and safely, and delivered promptly on arrival 
at destination. Our system of giving a receipt and 
taking a receipt gives you an accurate check-up. 


The reputation of the Railway Express Agency for 
rapid and careful handling of all kinds of merchandise 
is unexcelled by any organization in the world. For 
special emergency or daily routine shipments, Rail- 
way Express can give you quick service to any cus- 
tomer. Rates are moderate, and include limited lia- 
bility on al) shipments. Phone your local agent for 
complete information, and specify Railway Express 
next time. 


The best there is in transportation 


SERVING THE NATION FOR 94 YEARS 
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NATION-WIDE SERVICE 





The Traffic World 


Let THE DAILY TRAFFIC WORLD 


provide you with a 


WASHINGTON 
REPRESENTATIVE 


at a fraction of the cost of keeping 


your own man there 


There have probally been many occasions 
when you have w.shed you had a trained 
traffic representative in Washington to look 
after your intere: ts—someone who could 
keep in close personal contact with all gov- 
ernmental departments, more especially the 
Interstate Commerce Commission and the 
Shipping Board Bureau, who could dig out 
the particular information you need, or send 
you copies of decisions, proposed reports, or 
citations from the records; someone with 
complete knowledge of and easy access to 
the hundreds of thousands of documents 
filed in the National Capital; a specialist 
who would give you the benefit of his special 
training through opinions on loss and dam- 
age claims or information about procedure, 
or, perhaps, some assistance in preparing 
your cases by supplying rate histories and 
other exhibits; someone who would watch 
any particular rate in which you looked for 
a change, who would advise you promptly 
of any new complaint filed, the issuance of 
a suspension order, or the granting of sixth 
section permission. 


You may not have been able to get just the 
man or the service you wanted. » per- 
haps, you didn’t have enough of this sort of 
work to justify the large expenditure. Here, 
then, is your opportunity to obtain for your- 
self and your organization the advantages 
outlined above. 


When you enter your subscription for THE 
DAILY TRAFFIC WORLD and TRAFFIC 
BULLETIN, the facilities of our Special 
Service Department in Washington are 
placed at your disposal. Our staff in Wash- 
ington is made up of men who have had 
years of training in rate analysis, traffic 
problems, and interstate commerce, as well 
as law. They are in daily contact with the 
Interstate Commerce Commission, the Ship- 
ping Board Bureau, and all departments of 
the government. 


You can turn your particular problems over 
to them with full confidence that they will 
receive their prompt, personal attention. 
And, best of all, the expense is reasonable 
because it is spread over a large number of 
organizations whose service requests are 
“grouped” to minimize costs, providing a 
service of the highest standard at low cost. 
The daily reports will supplement these 
services by bringing to your attention any 
unexpected action that might otherwise 
escape you. 


The DAILY service is the busy traffic man’s 
right hand man. It is the ideal combination 
of a prompt, all-inclusive news service and 
a complete group of personal traffic services. 


Send for sample copies, and more informa- 
tion about the special services which are 
included with every subscription. 


THE DAILY TRAFFIC WORLD 


and TRAFFIC BULLETIN 


Published by 


The Traffic Service Corporation 
418 South Market Street 
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26319. Electric Machinery Mfg. Co., Minneapolis, Minn., vs. C. 
B. & Q. et al 

Unreasonable rates and charges, electrical appliances (electric 
motors complete, electric motor generator set, complete, and 
electric motor switchboard parts), Minneapolis, Minn., to points 
in La. Asks cease and desist order, rates and reparation. (F. W. 
Hotchkiss, treasurer, 1331 N. E. Tyler St., Minneapolis, Minn.) 

No. 26320. Hazel-Atlas Glass Co., Wheeling, W. Va., vs. B. & C. 

Unreasonable class rates, glass bottles and jars, soda ash, paper, 
paper boxes, glass molds, glassmaking machinery, tank blocks, 
tank parts and other articles, between Zanesville, O., and Wash- 
ington, Pa. Asks cease and desist order, rates and reparation. 
(D. L, Bennett, 505 Hawley Bldg., Wheeling, W. 
Va.) 

No. 26321. ee Fibre Products Co., Marion, Ind., vs. A. & St. A. 
B. et al. 

Rates in violation sections 1 and 3, woodpulp board, Panama 
City, Fla., to Marion, Ind., as compared with rates to Indian- 
apolis and Terre Haute, Ind., Chicago, Ill., and other northern 
points, from producing points in eastern and southern territory. 
Asks cease and desist order, rates and reparation. (Earl W. Cox, 
traffic counselor, Rome City, Ind.) 

No. 26322. Hodgson Cauthorn Grain Co., Inc., Kansas City, Mo., vs. 
Mo. Pac. et al. 

Rates and charges in violation sections 1 and 4, corn, Union, 
Neb., to Warrensburg, Mo. Asks reparation. (L. N. Conyers, 
practitioner, 1408 R. A. Long Bldg., Kansas City, Mo.) 

No. 26323. Fraser Paper, Ltd., Plaster Rock, New Brunswick, Can., 
vs. B. & Ar. et al. 

Unreasonable rates, wood pulpboard, Madawaska, Me., to Caz- 
enovia, N. Y. Asks reparation. (C. M. Matheson, g. t. m., 1010 
St. Catherine St. West, Montreal, Que.) 

No. 26324. Alton Brick Co., St. Louis, Mo., vs. Mo. Pac. 

Charges in violation section 6, brick, Jackson to St. Louis, Mo., 
via interstate route. Asks cease and desist order. (Otto O. Fick- 
heissen, atty., 4 North Eighth St., St. Louis, Mo., and John C. 
Ryan, traffic counselor, 519 Victoria Bldg., St. Louis, Mo.) 

No. ro Bald Knob Furniture Co., Rocky Mount, Va., vs. N. & W. 
et al. 

Unreasonable rates, bituminous coal, mines in Pocahontas, Tug 
River and Cline Valley districts (Groups 3 and 4), Thacker district 
(Group 5), on the N. & W. and Group 1 on the Virginian to Rocky 
Mount, Va. Asks cease and desist order and reparation. (A, N. 
Carroll, secretary-treasurer, Rocky Mount, Va.) 

No. Rey ' Sub. 3. I. C. Walker et al., Norristown, Pa., vs. A. C. 

r. et al. 

Rates, horses and mules, originating at points in Neb. Mo., Ia., 
Mont., Colo., Kan., S. D. and Wyo., destined to points in Ind., 
Mich., O., Ky., Pa.. Md., W. Va., Del., N. J., N. ¥., R LL, Mass., 
Vt., N. H., Me., Conn. and D. C., in violation section 1. Ask 
rates and reparation. (E. P. Ryan, practitioner, 315%, No. Locust 
St., Grand Island, Neb., and J. A. Little, practitioner, 706 Stuart 
Bldg., Lincoln, Neb.) 

No. 26326. Tulsa (Okla.) Traffic Association vs. A. T. & S. F. et al. 

Rates, potatoes, Greeley, Colo., to points in W. T. L. territory 
and to Tulsa, in violation sections 1 and 3, the undue preference 
being for Wichita, Arkansas City, Caney, Independence, Coffey- 
ville, Baxter Springs, Kan., and Joplin, Mo. Asks rates. (E. N. 
Adams, Secy., Tulsa, Okla.) 

No. 26327. W. E. Keplinger, receiver, the S. A. Gerrard Co., Cincin- 
nati, O., vs. B. & O. et al. 

Rates, cantaloupes and honeydew melons, Crowley and Numa, 
Colo., to Lynchburg, Va., in violation sections 1, 3 and 4, the un- 
due preference alleged being for Washington, D. C., Baltimore, 
Md., and points north and east thereof, rates applying through 
Lynchburg to Washington. Asks rates and reparation. (Edward 
Whiting, practitioner, 240 W. Sixth St., Cincinnati, O.) 


No. 


practitioner, 
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DOCKET OF THE COMMISSION 


January 15—New Orleans, La.—Examiners Mattingly and Rice: 
26235—Cotton from and to points in the southwest and Memphis 


Tenn, 
25800 and Sub. 1—Houston Cotton Exchange and Board of Tra& 


et al. vs. A. & S. Ry. et al. 
January 15—Chicago, Ill.—Examiner Haden: 

26254—Swift & Co. vs. St. L.-S. F, Ry. Co. (J. M. Kurn and John ¢ 
Lonsdale, Trustees), et al. 

January 15—San Francisco, Calif—Examiner Howell: 
26215—Rhodes Alkali & Chemical Corp. vs. S. P. Co. et al. 
January 15—Tulsa, Okla.—Examiner Mackey: 
26238—Dawson Produce Co. et al. vs. A. T. & S. F. Ry. et al. 
January 15—Washington, D. C.—Examiner Molster: 

Finance No. 10264—Application G. T. Western R. R. for authority 
to acquire control by lease of the railroad and property of the 
Cincinnati, Saginaw & Mackinaw R. R 

January 16—Washington, D. C.—Examiner Boat: 
Fourth Section Application No. 15305, filed by B. & M. R. R. 
January 16—Washington, D. C.—Examiner Brinkley: 

Valuation No, 1191—Tidewater Southern Ry. 

January 16—Traverse City, Mich.—Michigan Public Utilities Commis. 
sion: 

Finance No. 10098—Application Manistee & Northeastern Ry. for 
permission to abandon its line between Kaleva and Solon, Mich. 

January 16—Chicago, Ill—Examiner Haden: 

‘ 26232—Swift & Co. vs. T. & N. O. R. R. 

January 16—San Francisco, Calif.—Railroad Commission of State of 
California: 

Finance No. 10136—Joint Application of Southern Pacific R. R. and 
Southern Pacific Co. for permission to abandon a part of the 
Rumsey Branch in Yolo County, Calif. 


January 17—Kansas City, Mo.—Examiner Konigsberg: 


15841 and Sub. 1 to 19, incl._—William Kelly Milling Co. vs. A. T. § 


& S. F. Ry. (and cases grouped therewith) (adjourned hearing) 


January 17—Chicago, Ill.—Examiner Haden: 

26120—Bowman Dairy Co. vs. C. & N. W. Ry. et al. 
January 17—Wichita, Kans.—Examiner Mackey: 

26148—Red Star Milling Co. vs. A. T. & S. F. Ry. et al. 
January 17—Orlando, Fla.—Examiner Berry: 
* 1, & S. 3930—Estimated weights on celery from California. 
January 18—Salt Lake City, Utah.—Examiner Howell: 

Fourth Section Application No. 15321—filed by H. G. Toll. 
January 19—Dallas, Tex.—Examiners Mattingly and Rice: 

— from and to points in the southwest and Memphis, 

enn. 

25800 and Sub. 1—Houston Cotton Exchange and Board of Trade 
et al. vs. A. & S. Ry. et al. 

January 19—Salt Lake City, Utah—Examiner Howell: 
26102—Salt Lake Hardware Co. vs. A. & S. Ry. et al. 

January 19—Chicago, Ill.—Examiner Haden: 
26270—Armour & Co. vs. I. C. R. R., et al. 
26277—Graver Corp. vs. E. J. & E. Ry. et al. 

January 19—Winston-Salem, N. C.—Examiner Davis: 

Finance No. 10205—Application Wilkes & Western Ry. for authority 
to acquire the properties of the Watauga & Yadkin River R. R. 
and to rehabilitate and operate same as an interstate common 
carrier. 

January 20—Jacksonville, Fla.—Examiner Berry: 
24011—Columbus Brick & Tile Co. vs. A. B. & C. R. R. et al. 
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SUBSCRIBE FOR 
THE TRAFFIC BULLETIN 


Here’s how you will profit: 
1. A Check on Your Tariff File 


THE TRAFFIC BULLETIN prints an abstract of 
every new tariff, supplement and classification filed 
with the Commission and the Shipping Board Bu- 
reau in the current week, enabling you to get copies 
of those that will change your rates, well in advance 
of the effective dates. 
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2. Advance Notice of Rate Proposals 


Due to the wide circulation of THE TRAFFIC 
BULLETIN among shippers, the territorial rate 
committees use its columns to give public notice of 
all proposals received from shippers and carriers 
to establish and to change commodity rates. This 
information is available from no other source in a 
form so complete and convenient for checking. Dis- 
position notices of a number of the committees are 
printed to advise the subscriber of the decision 
reached on each proposal. Thus you are informed 
far in advance of many changes which might not 
otherwise be called to your attention until after the 
new rates were published. 


3. Rate Changes on Short Notice 


Present competitive conditions have greatly in- 
creased the number of rate changes made by the 
carriers on less than 30 days’ notice. Before making 
them effective the railroads and the steamship lines 
must file short notice applications with the Commis- 
sion and the Shipping Board Bureau, respectively. 
These applications are printed in THE TRAFFIC 
BULLETIN as they are filed in Washington, along 
with the list of “Permissions” (short notice changes 
which are allowed by the two regulatory bodies). 
Information of this kind, received in advance of a 
change in one single instance, may save you more 
than the cost of a full year’s subscription. 
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4. Advance Information of Classification 
Changes 


Subscribers to THE TRAFFIC BULLETIN receive 
free of charge the quarterly dockets of the Consoli- 
dated Classification Committee, listing the changes 
currently proposed. 









5. Other Essential Rate Information 


Suspended tariffs, embargo notices, fourth section 
applications and orders, tariffs returned by the Com- 
mission and the Shipping Board Bureau, express 
tariffs, and steamship sailings. 


The use of THE TRAFFIC BULLETIN for only a 
few months will return your investment with in- 
terest in actual time and money saved. Let the 
weekly issues add to the efficiency and increase the 
effectiveness of the work in your department. Send 
$5.00 for a trial three months’ subscription today. 


THE TRAFFIC BULLETIN 


418 South Market Street Chicago, Ill. 
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CALMAR LINE 


INTERCOASTAL SERVICE 


WESTBOUND SCHEDULE 


STEAMER 


*LOSMAR 
tPORTMAR 


TOAKMAR 


Subject to change and/or cancellation without notice as regards 
Steamers, arrival and departure dates, and to Company’s right 
to omit scheduled ports and/or add other ports. 


EASTBOUND LOADING AND DISCHARGING PIERS 


PACIFIC COAST ATLANTIC COAST 


SEATTLE—Atilantie Deck Terminal 

STOCKTON —Pert Doek NEW YORK—Pler 40—Nerth River 
SAN FRANCISCO—Pler 48B PHILADELPHIA—Pler 98 South Wharves 
OAKLAND—Howard Terminal BALT Covingten 
ALAMEDA-Enelnal_ Terminal ee oy 
RICHMOND—Parr Termina 

LOS ANGELES—Berth 145 ‘Wilmington 





A 
Seasonal 


Hazard ip wy aa AN 
amie 9 


The danger of delayed shipments is always present 
at this season of the year. And even a blizzard as 
an excuse for non-delivery on time is sometimes 
not acceptable when a customer needs the mer- 
chandise. Insure prompt deliveries by maintaining 
adequate stocks of merchandise in strategically lo- 
cated Crooks Terminal Warehouses. Our service 
includes receiving, checking, storing, delivering, re- 
shipping, collecting, reporting, taking orders. In- 
quiries invited. 


CROOKS TERMINAL 
WAREHOUSES 





CHICAGO KANSAS CITY 
417-437 W. Harrison St. 1100-1112 Union Ave. 
429-449 W. 4-1 ~—— 1201-1213 Union Ave. 
5801-5967 W. h St. 1411-1417 St. Louis Ave. 
LOS ANGELES 
NEW YORK Ninth and Alameda Streets 
76 Beaver Street operating as 


Overland Terminal Warehouse Co. 
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= HARTMAN’S EASTERN FREIGHT RATES | 


Class Rates and Percentages between 


New York, Cleveland, Rochester, Philadelphia, Cincinnati, 
Buffalo, Boston, Detroit, Syracuse, Baltimore, Pittsburgh, 

Chicago and other points of origin, and Official and 
Southern Classification Territories. 


Sent on Approval 732 Federal Street $18.00 per year 


| TRAFFIC MANAGERS 
T. J. McLAUGHLIN Traffic 


TRAFFIC COUNSELOR 
Interstate Commerce and State Cemmission Cases and 
Commerce 


Departmental Service 
Specialists 


815 Mills Bldg. 
WASHINGTON, D. C. 

HENRY J. SAUNDERS 
CONSULTING ENGINEER 


Cost and Statistical Analyses—Matters Relating 
to Rates—Censolidations and Valuatiens 









Valuation 
Experts 


PPlcacacsececcccsscseccancccccceuceceuseucesasesesceses, 
PESCSRSSSSEESSHETES EERE ERSE Eee eeeeeeeeeeeeeeeeesasSeEE 





643 TRANSPORTATION BLDG. 

l/ annually. We guide you step by step— 
furnish all text material, including four- 

teen-volume Law Library. Degree of LL. B. conferred. 

Training for Leadership” and “Evidence” books free. 

Send for them NOW. 

LASALLE EXTENSION UNIVERSITY 


WASHINGTON, D. C. 
Be independent. Earn $3,000 to $10,000 
Low cost, easy terms. Get our valuable 64-page “Law 
Dept. 195-L Chicago, III. 





ATTORNEYS AT LAW 


HARRY C. AMES 


ATTORNEY AT LAW 
Successer to Keene & Ames 


Fermerly Attorney and Examiner 
Interstate Commerce Commissien 


Transportation Bldg., Washington, D. C. 


H. D. DRISCOLL 
Commerce Counsel and Attorney 
Southern Building 


WASHINGTON, D. C. 
Oklahema City Office, Petroleum Bldg. 
Tulsa, Okla., 1503 E. 27th St. 


PAYSOFF TINKOFF 


Attorney-at-Law and Certified Public Accountant 
(Illinois) 






Practicing 
before the 
INTERSTATE 
COMMERCE 
COMMISSION 










Ss ng in 
INTERSTATE COMMERCE CLAIMS and FEDERAL TAXES 


1721 Morten 7 208 W. Washingten St. © 
HICAGO, ILL. 


LL bbbbtb ttt ttt ttt iiiiiiililiiiiiiiiiiiiiii yy 


The Traffic World 





Vol. LIII, No.3 


January ohne at Washington, D. C.: 

15007 (and sub. 1)—Pittsburgh Coal Producers’ Association et al 
vs. A. C. & I. Ry. et al. 

January 22—Marinette, Wis.—Examiner Haden: 

26272—-Northland Fuels, Inc., et al. vs. C. & N. W. Ry. et al. 
January 22—Pocatello, Ida.—Examiner Howell: 
24512—Idaho Potato Dealers’ Assn. vs. A. & R. R. R. et al. 

January 22—Omaha, Neb.—Examiner Mackey: 

26095—A D. Young, trading as Young Bros. Hay Co., et al. yg 
=a eS. & Sw. By. Cf ai. 

one 22—Olympia, Wash:—Department of Public Works of State 

Vashington: 

* Finance No. 10212—Application Northern Pacific Ry. for permission 
to construct a line of railroad from Odair to a point at the heag 
of the Grand Coulee in Grant County, Wash. 

January 22—New York, N. Y.—Examiner Flynn: 

1. & S. 3935—Peat from C. F. A. to Eastern points. 


January 22—Lake Valley, N. M.—State Corporation Commission of 
New Mexico: 

Finance No. 10185—Application A. T. & S. F. Ry. for permission to 

abandon its line between Nutt and Lake Valley, N. M. 
January 22—High Point, N. C.—Examiner Berry: 
* |. & S. 3939—Switching at High Point, N. C 
January 23—Washington, D. C.—Examiner Glover: 

Fourth Section Application No. 4 go and Periodicals 
from and to Texas oe ick by H. B. Cummins, on behalf of 
parties to his I. C. C. 296. 

January 23—Jefferson City, Mo.—Mo. Public Service Commission: 

* Finance No. 10174—A pplication Cc. G. W. R. R. for authority to 
operate over a track of the K. C. S. Ry. in Kansas City, Mo. 

January 23—Boston, Mass.—Examiner Flynn: 


26283—Motor Truck Club of Massachusetts, Inc., vs. B. & M. R. R, 


MODERN TRANSPORTATION 


















Modern transportation, under electric power, is featured in ‘ 


the Pennsylvania Railroad’s 1934 calendar. A passenger train 
drawn by an electric engine and representative of trains the 
railroad operates is shown traveling at high speed across the 
country. 





PACIFIC CAR DEMURRAGE 


The report of the Pacific Car Demurrage Bureau for Novem- 
ber, 1933, shows 6,593 cars held overtime—a percentage of 05.20 
—as against 6,662 cars—a percentage of 05.19—for November, 
1932. 


INVESTIGATE 
AND 
SAVE 


Investigate the advantage of routing your 
shipments to and from the Orient through 
Seattle. This means sending them via 


American Mail Line President Liners, thus 
saving time, insurance and 


money. Reg- 
ular sailings every alternate Saturday from 
Seattle; arrivals every alternate Tuesday. 


A fleet of express cargo liners with frequent 
sailings to Japan, China and the Philippines 
augments this service. Ship via Seattle on 
American Mail Line ships. 


For information, apply desk No. 6 


21 West Street New York 
1714 Dime Bank Bldg Detroit 
110 So. Dearborn St Chicago 
Union Trust Bldg. Arcade....... Cleveland 


General Freight Office 
740 Stuart Building 


AMERICAN 
MAIL LINE 


76 offices in 22 countries at your service 


Seattle 
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